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FORWARD

On January 9, 1989 TRI-RAIL began operating between West Palm Beach and Miami.
This commuter rail service, injtially planned and developed by the Florida Department
of Transportation, recently celebrated its second anniversary, :

Many agendes and individuals contributed to the development of the service, especially
elected officials and staff from Dade, Broward and Pakn Beach counties. Spedial
recognition also is made of the Tr-County Commuter Rail Organization and its
successer organization the Tri-County Commuter Rail Authority.

Since opening day, rail service has been provided under the direct management of the
Authority while financial support continues to be made available through the Florida
7, Department of Transporfation.

This report is intended to document the steps in the development of the project and to
acknowledge those actions which, in refrospect, represent both successes and
shortcomings of the project development process. Recognizing that TRI-RAIL was
originaily conceived as a means to maintzin traffic during the reconstruction angd
expansion of Interstate 95, it is viewed today as a permanent feature of the
transportation system of southeast Florida,

With recent inferest in commuter rail as a means to solve transportation problems in
other parts of the state, it is hoped that this experience in commuter rail development
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Evolution of a_Cnmmuter

Rail System in South Florida

Introduction

The Florida Department of Transportation (FDOT) made the decision in 1983 to
investigate the feasibility of s commuter rail gystem in the West Paim Beach g
Miami corridor. This decision was the first step in a six year program which led to
the start up on January 9, 19889 of the first commuter ¥ail system implemented in
the United States in twenty five years by a state department of transportstion and
supporting counties. The purpose of this paperis to cutline and describe the VArious
steps and procespes which brought the rail service on Ene from its inception in 1983
to March, 1990 after approximately fourteen months of service operations. Hopefully
other public agencies in the United States and in Florids, who desire to undertake -
the provision of commuter rail service on an existing rail line, can bepsefit from
Florida's experience.

Dade, Broward and Palm Beach counties make up 'f‘]nrida’s most populated area
The private automoabile operating on the Florids Turapike and Interstate 95 iz the
major provider of north-south work and recreational trips in the continuous

-7;, mefropolitan area between Miami and West Palm Beach. In 1983 Interstate 95

* carried 130,000 vehicles per day, daily vehicle trave! demand on 195 in 1990 was

forecast to be 215,000 and 250,000 in the year 2000, These travel forecasts exceeded

the planned capacities of 1-95 in the future. Other factors which influenced the

commuater rail decision was the lack of availability and high cost of land for additional

highway construction. The 70 mile long and 12 mile wide corridor between the

Atlentic Ocean and the Everglades slready contained four major north-south
highways (Florida Twapike, Interstate 95, 1.8, 1. and U.S. 1A} as well a5 two major
railroad rights of way (Florida East Coast and CSXT Railroad). The time and cost
of condemmnation of right of way for new highways or widening the existing highways

in this already highly developed corridor, where Iand was at o premium, was also a

factor in the commuter rail decision. L

Another mejor factor in the decision was that other rapidly growing areas in Florida
suck as Orlando, Tampa, Sarasota-Naples, Jacksonville and the coasts] sreas in the
western Panhandle required & major commitment of svailahle but limited highway
consiruction and maintenance dollars in the future, In summary, the decision was
made in 1983 that the time had arzived for investigating the need for a commuter rajl
demonstration project in the West Palm Beach to Miami corridor. The Florida
Department of Transportation therefore initiated a feasibility study.
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I. Background
A. The Feasibility Study

A request for proposals for the feasibility study was advertised nationwide in March
of 1983. The study was funded by the Urban Mass Transportation Administration
(UMTA) eand FDOT in the amount of $350,000. UMTA funded $280,000 or 80% and
FDOT $70,000 or 20%. UMTA required that several transparfation alternatives be
evalvated in the corrider. These included various combinations of huses on the
existing north-south highway systems #s well as bus-rail combinations utilizing the
CSXT and FEC railroads. While the FDOT considered the bus only mode on the
highway systems impractical due to peak hour automobile congestion, UMTA
nevertheless insisted that bus only alternatives be evalusted. This resulted in
increasing the time required to do the study and meaterially inereased the cogt of the
study. - = _ -

Four corridorzs formed the basis for 44 comhinations of bus unljr, rail only, and various
rail-bus combinations which were evalusted. The corridors were Interstate 95, the
Florida Turnpike, the CSXT railrcad and the FRC railroad.

. Transportation and Disiribution Associates of Phﬂ;delphia in conjunciion with
Gannett Fleming Transportation Engineers and Wolfberg/Alvarez/Taracido Associates

were selected fo undertake the study from the five firms which responded to the
- Tequest for proposals.

A Study Advisory Committee consisting of representatives from Dade, Broward and
Palm Beach counties as well as the FDOT district and central offices was established
to monitor the study effort 2nd work with the eonsultants.

The basic gozal and objective statement, established for the study was "I'o provide a
bystem which provided for the mobility needs of the region by means of g fscally
sound, safe and efficient transit gystem which would be compatible with land use
plang, while improving the environment and promoting energy coniversation.™

The forty-four (44) bus-rail options on the four rail/highway routes referied to ahove
were reduced to ffieen by use of broad base eriteria. These fiftoen were pgiven
additional analysis. Daily peak period patronage estimates were ‘developed using
sketch planning techniques. Rail serviee daily paironage estimates were between
6,000 and 10,000 while bus service only options were 1,000 to 1,500. The 1,000 fo

1,500 bus riders would have little fmpact o the congestion. on the highway system.

The next step was to develop operating plans for each of the fifteen slternstives with,
order of magnitude capital and operating costs. Matrices were then developed which
permitied analyzing and comparing operating characteristics, institutional
considerations, demographic considerations, and regionsl impacts. Utilizing these
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- and the order of magnitude capital and operating costs the fifleen alternatives were
reduced to five for further study. :

The five final options were ae follows:

Optionr One Rail service on the CSXT raflvoad from West Palm Beach
to Miami with connecting bus service to downtown Miami,
Opfion Two Op#ion One supplemented with bus service on the Florida
Turnpike.
Option Three Rail service on the FEC railroad between West Palm Beach
- and downtown Migmi.
Qpfion Four Option Three supplemented with bus service on the Florida
- Turnpike,
Option Five Eoxrpress bug service between 'West Palm Beach and Miami
on Interstate 95.

'The next step in the study process was to further refine the sketch planning
patronage estimates using the Florida Department of Transportation’s computerized
Southeast Fiorida Regional Planning Model. Rail serviee options One end Three
generated for the year 1986 approximately 8,000 daily peak patrons while the bus
options generated less than 2,000. Rail option Three on the FEC, while providing -
direct access to downiown Miawmi, was necessarily eliminated because the FEC
refused to consider providing a public service commuter rail system on its privately
owned single track railroad utilized af the time the study was underway by 24 freight
trains daily, The CSXT however on its single track line with four Amtrak passenger
traing, four road freight frains end four local switchers, operating during the time the
study was being conducted, indicated willingness to negotiate a public serviee
commuter rail contract. Therefore based on the rafl ridership projections, ronte
location, minimum capital requirements on the existing railroad, tims to implement
and negligible environmental impacts, the CSXT corridor was selected as the
preferred option

The 1986 ridership projection of 8,000 daily patrons would not normally justify a
commuter rail elternztive; however, FDOT had programmed beginning in 1987
. extensive constroction of additionsl hichway lanes on Interstate 95 between Miami
snd Boca Raton. In this area I-95 and the CSXW raflroad either share a common
right of way Hne or are in ¢lose proximity with one ancther with the railroad being
west of the hiphway. The highway construction was projected to cause s major
disruption of highway {raffic on I-95 during the programmed four fear construction
period. ' The construction was expected to create year 2000 traffic conditions. A
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detailed and extensive maintenance of traffic plan was required during the period of
highway construction. The Federal Highwey Administration (FHWA)in the past had
participated in funding commuter rail service as elements of traffic maintenanee
plans in Pittsburgh, Boston and Philadelphia. The FAWA, with some coaxing &g
explained later, was agreeable to parficipating in funding a poriion of the Florida
commuter rail system's operating costs during the highway construction period.
Given the year 2000 highway traffic projections, which exceeded the highway capacity
being constructed, the decision was made to project the rail patronage estimates to
that date. This was done using the South Flarida Regional Model and resulted in a
daily rail patronage forecast of approximstely 14,000. This ridership and the
maintenance of traffic benefits were considered sufficient to Jjustify implementation
of the project as soon a8 posaible.’ o :

Between Boca Raton and West Palm Beach ridership was projected at only 1424 or
10% of the total. Given this low ridership north of Boca Raton and the increased
costs of operating an additional thirty miles with five additional stations, the
consultant recemmended that the rail service initially not be provided north of Boca,
Raton. Instead the comsultant recommended the establishment of an express bus
service on Interstate 95 between West Pelm Beach and Boea Raton connecting with,
the commuter rail service. This recormmendation was not acceptable to the local and
state officizls representing the counties. The FDOT therefore included servics to
West Paim Beach to retain a consensus, which proved to be useful during following
phases of project development when fonding was being pursued. The project
subsequently received support from the msjority of the electad city, county and state
officials as well as Florida's federal congressional delegation.

FDOT, in making the decision to progress the project, was implementing in the most
eritical transportation area of the State a rail service which was ten vears ahead of
its projected need. It was a given throughout the organization, planning, design,
funding, and constraction of the project, that if the rail service did not atiract
sufficient ridership to warrant long term continnation by the end of the highway
consiruction period, it would be suspended until such time as rail frave! demand
justified reopening it. Therefore capital and eperating costs in the following areas

1 ¥hile the hiéhway construction was expected to artificially create vear 2000
traffic conditions, this did pot materialize in the first vear of commuter rail
serwice becausa:

1 IL was an wnrealistic espectation that ridership wonld bulld to 14,000
in such a short peried of tima; and, : :

2. The maintenance of traffic plan, developed and implemented for the

Intersztate 25 constraction, worked so well that the traffic cengestion
experienced did not motivate highway users te switeh to the rail mode.
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| were minimized to the maximum extent possible without drastically compromising
the level and quality of service to the point where an unacceptable revenue/east ratig

restitad.
1. Rehabilitaetion of the existing rattroad facitities.
2. Acquiring or leasing used locomotives and coaches.
3. Constructing the minimum required unattended stefione.
4, Administration, meintenance and train operations.
These objectives, while established in good faith {o affect 2 minironrm cost commuter

reil eystem, were not realized primarily because of railroad and county imposed
requirements which were nof enticipated in the original system plan and cost

esfimsates.
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B. Project Organization

* The feasibility study was completed in December of 1984, The vear 1985 was vsed
primarily in orgapizing for the management of the project and in obtaining suppart
from Dade, Broward, and Paim Beach counties and their respective elected officialg
at the county, state and fodersl levels.

In 1985 the FDOT was in the process, based on a state legislative mandate, of
decentralizing many of its central office firnctions from Tallahassee to the existing six
transportation district affces throughout the state. The responsibility for carrying
out the project was therefore transferred to the Fourth District Office in Fort
Leuderdale, which is centrally Iocated on the railroad. Each district had & division
of public transportation operations whose prime responsibilitiss were aesisting the
cities and counties in securing funding and implementing public transportation
eystems. Their area of activity was primerily in the transit {bus) and aviation fialds
where an annual dedicated source of federal funding was available from the Feders]
Highway Administration, the Trban Mass Transportation Adminigiration and the
Federal Aviation Administration.

In late 1985, the central office Rail Bureau developed & request for proposals and
scope of services for consultant amssistance to develop, design and manage the
engineering and operational work necessary to carry out the project. The consultant

team was hired in April, 1986 and project management was transfarred to District
Four, '

t The suecess of the district in managing the project was based on the following three
events:

1, Enowledge and experience in the administration and local coordination
. needed throughout the project:

2. Avmlabﬂ.tty end use of central office rail expertise for technical
' assistance; and

3. Availability of & consultant team to respond o planned and unforeseen
technical, operational and legal mneeds throughout project )
Implementation, ' ' '

Project management by the Distriet wag necessary in order to effectively implement
the project with the local agencied’ involvement, While having experienced commuter
rail personnel on district staff would have been helpful, it was not necessary.
Technical expertise already was available through the central office, Furthermore,
the need for short-term and varied expertise lent itself to use of consultants. The
importance of this decision cannot be overemphasized. Hiring a consultant team

7



experienced in comuuuter rail operations was one of the most important factors in the
FDOT’s ability to meet the short schedule for implementation.

- Management of the project reverted to the central office in January, 1988. The major
contention by central office officials was that the implementation of the Projact was
slowed due to the lack of experienced railroad personnel in the district. A more
significant factor, contributing to the delays encountered, however, was that the
department underestimated the amount of local coordingtion, especially with the
TCRO, necessary throughout the project.

Today, project coordination Hes primarily in the district. There is a recogmition that
each office has its own expertise and ability to contribute and assist in the project.
The successful relationship which has evolved is the result of the high degree of
communication between the offices as well as the collaboration and coordination of
2]l dedsions. |
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1. Technical Plan Scope of Services

| Eey aspects of Phase A of the technical plan scope of services were:

Phase A
1. Asaistance in progressing funding end grant applications,

2. The development of a fixed facility layout plan and & train operation
plan.

3. The development and execution of use of facilities and purchase of
service agreements with the railroad ncluding the necessary
indemnification and Iiability insurance.

4.  The investigation of the acquisition of new er used locomotives and
coaches, the economics thereof with a recommended course of action, the
preparafion of specifications and the necessayy coniract negotiations
with supervision of construction and delivery of the equipment.

5. Development of a staffing plan for cperation of the service and jis
administration.

L 6. The development of an accounting and statistical reporting system for

v administration and train operations.

The key elements in the technical plan are listed sbove in the priority arder which
was required to meet the earliest possible start of service date, coinciding with the
highway maintenance of traffic plan, with element 1 being updated as refined cost
estimates hecame available. .

The responses to the technicsl proposals were received in late February, 1986 and a
contract was executed in June, 1986 to a consortium of firms headed by Deleuw

Cather and Co. of Washington D.C. The other subcontractors and their responsible
areas of work were: '

1. Guilford Transportation Industries. A consuliing subsidisary of the

' Boston end Maine Railroad in Boston., Their project work areas of

responsibility were the operating plan, the equipment acquisition,

station operations and method of fare collection, and the accounting and
reporting systems,

2. L. E. Pesbody and Associates Inc, A firm experienced in negotiating
raiiroad operating and use of facilities ggreements,

9
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3. Delen Hampton and Associates Ing. 4 Brm specializing in the design of
locomotive and passenger car maintenance facilities as well s siations,
parking lots and access roads,

4, John Beck, Feq. A Tallahassce legal firm engaged inifielly to handle
the legal work associated with developing and negotiating the operating
and use of fedlities agreement with the CSXT. The magnitude of the
total amount of legal work which eventnally transpired involving the
railroad, the cities and counties, equipment procurement, Federal
Railrosd Administration funding, inswrance requirements, service
operators, and private developers interested in providing stations, was
net foreseen. Consequently the legal assistance costs wers grogsly
underestimated in the DeLeuw Cather confract, Existing FDOT legal
staff were not assigned full time to the project because of the
Department’s already heavy wark load FDOT atiorneys, however,
reviewed the agreements executed by the Department. Also, this firm
eventually was used when the FDOT pursued outright acquisition of the
rail corridor {see section on rail corridor acquisition). Use of the firm for
this purpose centributed to the underestimation of legsl assistance costa.

) e i ..
S T ey Ry g i et o e P L L ] . .
b DAY e T E‘l"'l',r-;‘ h—‘.a_ Lhisdel Wi PR T A

The Del.euw Cather contract for the accomplishment of the tasks in Phase A as
outlined ahove was initially for $780,591 with the tasks to be completed in eighteen &
months. The amount expended as of January 10, 1990 was 83,421,807, Theincrease gy
was accommodated through supplementsl agreements to the original contract. The i
increase was necessary because the initial contract did not include all legal costs,
station final design costs and construction engineering inspection costs. Included in
the supplements was a subcontract with James A, Stoetzel and Assocates of Andover,
g Massachusetis in the amount of $699,228 to provide railroad engineering and
£ operating assistance to the FDOT end the Tri County Commuter Rail Orgemzaton

%{’I‘CRD}. '

Hm

This phase of the contract was optionsl and required the contracter to supply -
experienced railroad staff personnel in the necessary disciplines {o start up, Manage,
- % pnd gupervise operations and maintenance of the commuter service until such Gme - =
s a responsible public {rensportation agency was established and in & posifion t0 2%
gssume management and operations of the service. This phase of the confrack Was. "
never activated because such an agency was formed in the interion. -

.
s
e
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2. The Tri County Commuter Rgil Organization

' The Metropolitan Planning Organizations (MPO) of the respective thres counties were

represented on the feasibility study technical review committee and participated in
the decision making process leading to the implementation recommendation This,
with the assistance of various chamber of commerce's and other public hodies,
resulled in 8 recommendation to the respective county commiscions and ares atate
legislators that a commutser rail guthority be legally constituted to assume
mensgement and administration of the construction and operation of the system.

Sinee Florida Statutes guthorized counties to Join together to form public -
transportation authorities, a six member “Tyi County Commuter Rail Organization®

(TCRO} was formed by interlocal agreement under Chapter 163.567, ¥.8. Each MPO
appointed twa of its members {o serve on the TCRO governing board for & twa year
pericd. Chairmanship of the organization retsted annuaily by vote of the members.

An interlocal agreement spelling out the working mrrangements between the counties
and FDOT was executed in January of 1986 and the TCRO held its first meeting in
February of 1986, The FDOT district office in Fort Lauderdale esiablished a
commuter rail project engineer whose function was to rmaangge the Deleuw Cather
engineering group and coordinate all aspects of the project in which the FDOT was
involved with the TCRO and other involved or affected public agencies. The TCRO
had review and approval authority over all project actions and conducted monthly
meelings open to the public and press to carry out its buginess. The DeLeuw Cather
engineering consultant group and the FDOT project manager gave 2 monthly status
report af each TCRO meeting outlining the status of each task in the development
of the project and presented new action items for discussion and approval by the
TCRO. As the project developed the district work effort increased to the point where
two professional posifions were required to mansge the consultants and interface
with the TCRO and the involved cities and counties, :

It should be noted that the initial project schedule underestimated the amount of

~ time needed for local reviews and approvals, especislly for legal items. The legal

process involved a review by separate attorneys from each of the three county Jegal
offices that jointly constituted the TORO legal staff, The county attorneys had other
duties; they also had limited knmowledge of railroad technology and operations.
Consequently delays were common while documents were subject to deletions,
additions, and compromises to satisfy each of the three counties involved. It also
should be noted that this commuter rafl endeavor wes the first project the three
counties had undertaken together under an interlocal agreement in their history.

The initial concept in 1983-1985 in accordance with Phase A and B of the techniesl -

plan. in the Del.euw Cather coniract outlined ahove was that the FDOT would carry

- out all the considerable actions necessary to bring the service on line and then once

the service was up and runuing turn it over fo a duly constituted three county

11




transpertation authority. This did not happen because the three counties recognized
that important decisions were being made regarding the design and operation of the
system. This initially created an awloward situation because funding for staffing the
TCRO was not apprepriated by the legislature until June of 1986 and the
TCRO/FDOT interlocal agreement defining the terms of the finencing was not
executed until July, 1686. The TCRO subsequently did not begin staffing their
organization until December, 1986, approximately one year after their formation. In
the interim the project was managed by six county commiesioners at monthly TCRO

meetings,

The TCRO inpitially employed an executive director, an executive gecretary, a
secretary, 8 manager of finance and administration, and a marketing mansger. The
only person on the staff with any railroad experience, however, was the executive
director who was & former general manager of the Toronto Transit System in the
1960’s. With the slart up of the system targeted a scant two vears in the future the
TCRO had not employed any experienced railroad operating or maintenance
personnel to oversee the ptart up and operation of the commuter system.

Experienced raiiroad people in the field to manage and oversee the day to day
operations of the system end to administer the operating and meintensnce contracts
were not employed until fwo months before the start up date of January 9, 1989, The
operating contractor began eonducting equipment test runs and schedule verifications
on October 1, 1888. TCRO's equipment superintendent and safety manager were
employed in November, 1988 with the transportation superintendent coming on board
in Decamnber, 1988, . _ : '

The 1989 legislature subsequently enacted Chapter 343, Florida Statutes, which
created the Tri-County Rail Authority (TCRA). TCRA is governed by a nine member
board which consists of two members from each of the three counties appointed by
the county commissioners, the Secretary of the Department of Transportation, the
Floride High Speed Rail Transportation Commissior, and the Governor each appoint
one member. The TCURA was piven expanded powers and duties which are
summarized a5 follows: ‘

o The right to own, cperate, maintain, and manage a commuter rail
system in the thres county area, ' :

] Authority to plan, develop, uﬁn, purchase, lease, or otherwise acquire,

demolish, conatruct, improve, relocate, equip, repair, maintain, operate
and manage a commuter rail system; also determine policies and adopt
rules necessary to govern the operation of the system. -

®  -Inheri{ all rights, assets, agreements, appropriationd, privileges, and
obligations of the TCRO.

12
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The power of eminent domain,

Acquire, purchage, hold, lease, and use any property, real, personal,
mixed, {angible or intangible, neceasary or desirable for carrying out the
purposes of the authority; Also sell or dispose of any real ar personal
property acquired by the authority, induding air rights.

Fix, alter, establish, and collect rates, fares, fees, rentals or other
charges for the use of any commuter rail system facilities awned or
operated by the authority.

Develop and provide feeder transit services to the rail stations.
Adopt by-laws for the regulation and conduct, of its business,

Lease, rent, or contract for the operation or management of any part, of
a commufer rail system or commuter rail facility, including foeder
iransif services.

Enforee collection of fares and establish and enforce fines and penalties
for violation of rules. . '

Advertise and promote the comnmuter rail system.

The power to employ staff, to contract with other gavernment agencies,
to enter info joint participation agreements and to accept fimds from
government and private sources.

Issue reveniie bonds which are not debts of the state or hacked by the
credif; of the state,

The TCRA was required by February 1, 1990 to develop and adopt &
plan for the operation, maintenance, and expansion of the commuter rasl
gervice. The plan is to address the development of public and private
revenue sources, the service to be provided, and the expansion of the
current service. The plan i3 to be reviewad and updated annually,

13
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1I. Funding Considerations
A, State and County Shares

The TCRO, various citizens groups, and state legislators from the three counties met
with the Governor and representstives of the Senate and Houge Transportation
Commitiees and drafted a commuter rail funding bill for presentation to the Flodda
Legislature, The bill was passed by the Legialature as Spacial Approprigtion # 1758
in the amount of $59,950,000 in the 1986-1987 CGeneral Appropriations Act.

A brief summary of the digtribution of the appropriations follows:

] Digtribution Funds ||

Capital Improvements : $31,300,000

One Year Systems Operations ' $12,150,000
Collateral for a FRA loan for rehabilitation
of railroad fized faclities

- $16,500,000
$59,950,000

A budget amendment for $24,000,000 for additional capital and operating costs was
subsequently approved, making the total 1986-1987 sppropriations $83,950,000. The
appropriaticns were governed by the following conditions:

1, The state would fund the non-federal share of the capital and operafing
costs for the first five years of the operations between Yamato Road (MP
992.3) in Palm Beach County and the Hialesh AMTRAK station
(MP'1033.5) in Dade County, a distance of 41.2 miles, and commonly
referred to at the time as the core system.

2.  The state would find the non-federal ghare of the capits! costs between
the West Palm Beach Station (MP 970) end the station at Yamato Road
(MP 992.3) and between the AMTRAK Hialeah Station (MP 1023.5) and
the Miami Airport Station (MP 1086.5), a combined distance of 25.3.
miles, and commonly referred to at the fime as the extenstons,

3.  In the first three years of operations the counties and the state each

would fund one hzlf of the operating deficit for the extensions, The .
counties would pay their share of each year's daficit in the last three

15



quarters of the following year. If the extensions were to operate after
the third year the counties were to be solely responsible for fnding ali
related operating costs. The commuter rail extensions were considered
rail service demonstration projects. This required that after the second
yenr of operations the extensions had te reach a revenue to cost ratio of
60% or more or be discontinued.

4, During the first five years of operations not iess than one million dollars
would be set aside from the farehox revenues to retire the $16.5 million
foderal (FRA)Y loan {see Section C Federal Railroad Administration,
Section 505 Loan). This loan required payment over a twenty year
period beginning with the sixth year of operations.

5. At the end of the third year of operations the couniies were to decide
whether or not to essume respoensibility for the entire rail project at the
end of the fifth year of operations. This included repayment of the FRA
loan of $16.5 million. :

6. The three counties with the TCRO or other legally constifoted autbority
were to develop and implement a feeder bus system %o fully support the
commuter rail system and ensure maximum ridership.

The 1089 ¥larida legislature amended the funding conditions outlined above by
passing the following: _

"F.8. 341390 (d) Any service development project funded under this section
ghall continue to be eligible for such funds in the third year of operation only
if the project reaches an operating ratio of 60 percent or mere during the
second year, or, for a {ri-county commuter rzil, an operating ratio of 40 percent
or more during the second year. All intercity and commuter rail service
development projects shall .be Hmited to 3 years except for a tri-county
commuter rail, which shall be limited to 5 years.”

The 1986-1987 Appropriations Act also required the three counties and the FDOT to
develop and execule an interlocal funding sgreement before release of any of the Act’s

funds. This agreement was executed by the two parties on July 9, 1986. This -
interlocal mgreement in pgemersl followed the requirements set forth in the -

Appropriations Act with the exception that it gualified the maximom smount of
menies the counties would have to pay as their 50% share of the operating deficit on
the extensions. The total county shere was set at a maximum of $1.15 million or

£483,333 per county.
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Subsequent yearly state appropriations acts authorized the following funding for the
project: :

State App__rnpri&ﬁ_i“n
FY 19%?_-1_933 o $18,280,000
| FY 1988-1989 $16,130,000
FY 1989-1990 $13,800,000

| " TOTAL $48,210,000

-

Thus malking the total appropriated by the state $132,160,000.
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B. State of ¥lorida Exxon Oil Overcharge Entitlement

In 1985 a federal court ruled that the Exxon Ofl Co, had overchargad Florida citizens
$91 million for products it sold in the state and that the state was entitled to g
vefund in this amount, The Governor's Energy Office was the designated agency
assigned the responsibility for distributing the funds. The money was to be wsed
statewide on public projects which enhanced energy conservation and improved the
environment, The commuter rait project met the funding criteria primerily beczuse
it reduced automobila fuel consumption and the rssociated emisgion of noxious gases,

Two grants were made for the commuter rail project. A prant in the amount of
$4,000,000 for design and engineering and a grant for $400,000 for 2 market research
study. The ¥DOT utilized the engineering funds in the Del.euw Cather and
Company technical work plan and the Dade Metro Station design. The TCRO
contracted for the market research study. :

Only $2.3 million of the $4.4 million in Exxon funds committed to the project have
been reimbursed to date because overhead, profit and other indirect labor costs were

determined not to be eligible for reimbursement under the Exxon overcharge
eniitlement criferia.

-
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C. Federal Railroad Administration Section 505 Loan,

Another important funding source to the project was provided by the Federal Railroad -
Adwinistration (FRA) under Seciion 505 of the Railroad Revitslization and
Regulatory Reform Act of 1976, This section provided funds to the FRA to losn 1o,
railroads nationwide to rehabilitate marginaily profitable branch lines with deferred
maintenance that were essential to @ region’s transportation econoray. The Section,
506 funds were not normally eligible for commuter rail projects, however, through
persuasion by the Florida Congressional Dalepation the FRA reluctantly sgreed that
the reiiroad between West Palm Beach and Miami met the FRA Section 505 deferred
maintenance criteria eligibility becsuse it wae inadequate to meet the projected
freight and passenger train needs of the area for the next twenty years. The FRA
Section’ 505 Ioan was necessary if the region was to receive the public benefits
provided by the commuter rail service while continuing to receive existing and
projected benefits from the freipht and AMTRAK passenger service.

The ipitial amount of the lcan, $16,500,000, was reduced to $15,960,000 by
Gramm-Rudmann (national) deficit reduetion provisions. From this amount
$4,000,000 was used by Dade County in the construction of the N.W. 72th Street
Dade Metro/Commuater Rail Station and the remainder was committed t¢ finance the
rehahilitation of the CSXT rail facilities. Under Section 505, loans were available
only to railroads, therafore the TCRO a5 & legally constituted commuter railroad
authority was designafed as the recipient of the loan. The FDOT was not eligible,
The drafiing of the FRA Section 505 loan application and its negotiation, primerily
between the FDOT and the FRA, required ane year and three months, The loan
agreement was execuied on July 31, 1987.

. The Ioan application consisted of some 1700 pages of text and exhibits, An economic
analysis of the cost of installing end rehabilitating the railroad fo provide the
commuter service was required. The application also included a description of the
existing railroad, its current operationsl characteristics and the effect the commuter
rail addition would have on the current operafions. Alsc required was an
environmental impact statement, an energy savings analysis, a listing of the benefits
to the public, and the justification for implementing the project. The environmentsl
impact statement was provided by an environmental consultant under disfrict office
supervigsion. FRA was particulerly interested in the annual eperating costs of the
commuter rail service and the annusl revenues from which the loan was to be repaid.
The loan agreement, between the FRA and TCRO required TCRO to place $1,000,000
annually from the farebex revenues in a interest drawing account from which the
loan would be repaid,

As a condition of the loan the FRA required the State of Floridz to guarantes from

the State Transportation Trust Fund the repsyment of these TCRO obligations with
accrued inferest. This was approved by the Florida Legislature.
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With assistance from the Florida Congressionsl Delegation, in October, 1989 an
agreement was reached between the FR4 and TCRO/FDOT to terminate the loan
agreement upon payment to FRA of $350,000. Loan funds drawn down had totaled
$6,870,000 through October, 1989. This amount of money thus became a 100% grant
from the FRA to the TCRO/FDOT. The remainder of costs-mssociated with work
eligible to be funded from the FRA loan were financed 100% by the state. The
termination of the loan also released TCRO's annual obligation to place $1,000,000
.in farebox revenue in trust with which to pay off the loan.
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D. Federal Highway Administration

The Feders]l Highway Administration (FEWA) initizlly rejected Florida Department
of Transportation’s proposal that the commuter rail system be included as a major
element of the maintensnce of traffic plan for the Interstate 95 expansion project,
However, with aesigtance from the Florida Congressional Delegation, the FHWA
subsequently agreed to fund up to $4.0 million per year of the annual operating costs
of the commuter rail aystem during the highway construction period.
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E. Funding Summary

As of February 1, 1990 s summary of the project’s actusal funding suthority, reflecting
changes in the FHWA, FRA and Exxon il Overcharge funding, is noted belowr:

[_ o ) ijé Fundmg_ Authority Fundlj]g
State Funds ) ' $97,804,624
FRA Federal Funds $E,8Tﬂ,1}ﬂ[}~‘
FHWA. Federzl Funds - $8,000,000
Exxon Oil Overcharge Funds $2,300,000
Local C-Emnty'Fund.s and Anticipated Revenues $5,3_E}5,3?E
Total Appropriations ‘ _m$12ti.3?ﬂ,ﬂﬂ0
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F. Operating Revenues

The feasibility study and FDOT recommended a graduated zone fare structure baged
on the miles traveled. The TCRO, however, choge to adapt a fixed fare of $2.00 per
trip over the entire 67 miles to simplify ticket supply, ficket sgles, and tickst
verification onboard trains. The feasibility study also estimated thet the ares north
of Boca Raton would generate only 9% of the patronage. The first seven months of
operations indicates this area hag penerated 22% of the revenues from the fixed $2.00
fare. A conclusion from this is that the fixed fare has attracted considerably more
riders than was estimated from Palm Beach and north Broward countiea, This may
be due fo the low fixed cost for a ride which could be up to 67 miles in length, in
combination with commuter rail system amenities such as comfort and lack of delays
and accident potential had these patrons continued driving on 1-95. Conversely, tha
$2.00 fixed fare may be too high for the lessor mileage frips between Hollywood,
Golden Glades and Miami, This ares is-more heavily populated and more subject to
excessive automebile trip times due to highway congestion. Thus, imposition of 2
fixed fare may not be optimizing ridership in Broward or the northern part of Dade
County where the feasibility study indicated the most need for relief of the highway

system,

The service operated from January 9, 1989 unti June 1, 1989 without charge.
Beginning June 1, 1989 fares were charged. The basic fare charge was $2.00
regardless of trip length. The types of tickets svailable include daily, round trip,
discount, weekly, and monthly. The weekly and monthly tickets can be purchased by
mail or {elephone using checks or eredit cards.

Revenue generated by train operafions between June 1, 1989 and December 31, 1989
amounted {o $724,504. Ridership during this period stahilized at about 3,000 trips
per day. A mid-day train was added in January, 1990 increzsing the number of daily
trains from 18 to 20, Also effective April 1, 1990 all frains began making round trips .
between West Palm Beach and Miami stopping at each of the 15 stations daily, The
aedditiona]l frain and station stops increased ridership by approximately 26500
additional trips to 5500 dzaily. A major increase in marketing slso should be credited -
for this ridership tmprovement. Revepue for the first three months of 1990 was -
$486,695. A revenue summary from June 1, 1983 throvgh March 81, 1980 is included
in Section VI, A, 3.
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ITI. Railroad Company Coordination
A. Existing Railroad Facilities

The railroad over which the commuter sarvice was proposed to operate wag part of
the original Seaboard Air Line Railroad System constructed in Florida in 1927. The
Aflantic Coast Line and the Seaboard Airfine Railroads merged in 1967 becoming the
Seaboard System Railroad, which later merged with the Chessie System becoming
the CSXT in 1986. FDOT began negotiations for the commuter rail project with the
Seaboard System Raiiroad in 1983, )

The railroad is & single track railroad with a meximum passenger train operating
speed of 79 mph. It is a centralized traffic controlled railroad dispatched from
Jacksonville, Florida by CSXT train dispatchers, In the 67 mile route between West
Paim Beach and Miami there are 11 remote controlled sidings where rains may pass.
The sidings average §5.45 miles apart with the longest separation being 8.4 miles smd
the ghortest 3.8 miles. The capacity sindy performed by Transportation and
Distribution Associates indicated that four commuter trains in each direction, in the
morning and afternoon peak travel periods, conld be operated without double tracking
the line if the through freight and loeal switchers were operated outside the
commuter train time envelopes. The railroad concurred in this finding with the
provisos that the moerning commuter envelope be between 5 am. and 9:30 a.m. and
the afternoon: envelope be between 2:30 p.m. and 7:30 p.m. Further, CSXT insisted
that Amfrak trains operating within these envelopes would have superiorily over the
commuter traing. Unfortunately all 4 Amirak long distance intercity trains to and
from the northeastern cities of the United States arrived in or departed the Miami
area within the designated commuter hours. Despite the fact that commauter trains
consequently would experience delays from passing Amtrak traing daily, the CSXT
and Amtrak were adamant in their refusal to accept-any delay to Amirak trains or
to modifying Amirak schedules to improve commuter train performance. The basic
reasont for the CSXT position was that CSXT received compensation incentive
payments from Amfrak for each train it operated if the train arrived at its
destination within five minutes of its scheduled time. . Amérak initially. refused to
adjustits schedules because early morning and evening arrivals and departures were
the most desirable for intercity rail passengers.
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B. Rehabilitated Railroad Facilities

The feasibility study indicated that the existing physical condition of the railroad wag
such that major routine maintenance and upgrading expenditures would not he
required. The railroad had been maintsining the route for years to FRA Clags 4
track standerds with a maximum speed for Amtrak traine of 79 mph. However when
the FDOT began negotiations with the CSXT for use of the facilities the railroad was
ademant that major rehebilitation work would have to be done at public expenge
before they would agree to joint use of the fucilities with the commuter rail system.
Their reason for this position was that the level of servics on the line would go Bom
eleven trains per day to twenty-nine. Given the commuter train operating envelopes,
track maintenance time would be substantially reduced during their established
working hours between 7:30 am. eand 4 p.m.. CSXT therefore could not economicaily
do the required work with their highly mechanized system maintensnce gangs,

The railroad insisted that the following major items of work be accomplished before

the start up of commuter rail service:

1. The main track and passing sidinge be relaid with continuous weldad
rail (CWR) replacing bolted rail. This required the laying of
approximately 50 miles of rail on the main tracks, 25 of which were
new, and eleven miles of fit rail on the passing sidings.

2. The ongoing annuel retieing cycle be completed. This required retieing
' twenty-two miles of the main tracks end six miles of the passing gidings,
A total of 25,000 ties were replaced. -

3. The ma=in track and passing sidings be resurfaced. Approximately 90

miles of resurfacing were done, the majority of which was behind the

rail and refieing work.

4. Various items of signal work were required, i.e., 8 sidings were signaled
to permit 40 mph speed, Lightning protection was modernized, an
interlocking was installed at the south end of Hialesh vard, the New
River drawbridge was converted from a mechanical locked bridge to an
electrical interlocking, grade crossing protection devices st station

locations were modified, a main track signal system was installed south .

of Hizleah, the traffic control machine in Jacksonville was modified, and
& new crossover was installed in the middle of Pompano siding.

5. Two timber trestle bridges were replaced with precast concrete bridges
-and one bridge widened from a two to a three track structure.

6. - . Twenty seven out of 54.major highway grade croseings were completely
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rebuiit.

7. Major rehabilitation of frack work in the engine house and passenger
coach yard at isleah were required.

B. The railroad also required the extension of the Boynton Beach siding
and the construction of 2 1.5 mile long siding st Hialezh Yard to
facilitate make up of CSXT trailer on flat car frains.

Ttems 4 and B were required to improve the railroad's capacity to accommodate
Amtrak, CSXT freight and the commuter trains. _ '

The Transportation and Bistribution Associates feasibility study estimate of the cost
for capital improvements, excluding the Dade Metro station, to provide the capacify
to accommodate the commuter service was $15.4 million. The railroad's initisl
esiimate mdudmg deferred maintenance was $19 milkion. It appears the final cost,
with certain miner work items still to be closed out, will be approximstely $16
million,

The CSXT would not enter into a fixed fee confract for the work which was fo be done
and required a reimburgement contract based on the sctual costs Incurred fo do the
work, All work had o be done by railroad union employees in their respective union

- crafts at union seale subject to anmual cost of iving inereases, per diem and honsing .

costs for its division and system gangs, and subject to their craft union work
agreements. CSXTs union agreements and its inshility fo permit FDOT tfo
competitively contract certain items of the woark locslly materially increased the
construction and rehabilitation costa of the fixed railroad facilities.
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C. Railrocad Access and Service Agreement

Although the state’s purchase of the CSXT rail corrider from West Palm Beach to
Miami (see the next section) negated the need for an access and service agreement,
the experience gained in negotirting the agreement may be helpful to the reader.
This agreement provided for and defined the terms and conditions for use of the
railroad property and facilities by the commuter rail system, It was executed on June
9, 1987 by the Florida Department of Transportation and the CSX Transportation,
Ine.

The agreement was based on the agsumption of Amtrak operating the comrmuter rail
frains and maintaining the equipment &t the Hialesh car shop owned by the raitroad
but operated by Amtrak with CSXT union employees. The TCRO was named. as g
third party beneficiary in the agreement entitled to the same rights in the apreement
as FDOT. e - -

CSXT agreed to provide access to the property and use of the facilities but required:
that CSXT union employees, working under the railroad’s current union agreements,
would have to construct and meintain eny railroad facilities used by the commuter
rail system. This requirement subjected the commuter service to established 1union
wage scales and inefficient seniority end work rules negotiated by collective
bargaining between the railroad #nd its employees. This precluded the FDOTYTCRO
from competitively bidding from private railroad contractors, potentially at
considerably less cost, the work necessary to maintsin the commuter rail facilities,
The railroad had ne choice in. the matier, given its ownership of the property and its
common carrier freight operations jurisdiction over the same main fracks. CSXT
" agreed {o lease to FDOT/TCRO land areas on which eleven commuter rail stations
with parking lots and access roads were to be constructed. This permitted the
FDOT/TCRO to competitively bid for the station’s construction.,

CSXT agreed to dispatch the commuter rail service in a safe and efficient manner
complying with all federal, state, and local statutes. They also agreed to maintain
the main {racks to FRA Class 4 track gtandards which permit 2 maximum operating
speed of 79 mph for passenger traina. S :

The agreement required FDOT/TCRO fo acknowledge that certain of the facilities
necessary for commuter operations #lsc were subject to Amtrak operational rights
accrued by Amftrak under the Nationsl Railroad Passenger Servies Act of 1970,
FDOT/FCRO' were required by CSXT to respect Amtrak's rights or negotiate z
- -confract with Amfrak for assipnment of thase rights to FDOT/TCRO. As referred to
above, the agreement assumed thet Amtrak would be operating the service for
FDOT/TCRO. In fact, FDOTYTCRO were engaged in negotiations with Amtrak at the
same {ime it was negoliafing the facility use with CSXT., The Amfrak negotiations
failed and complicated the joint vse of fadiities by the two parties. The Amtrak
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negotiations are further addressed in Section V-A of this report.

* The agreement with CSXT permitted FDOT/TCRO to set overall
commmuter rail policies, to eatablish fares, to determine the extent of
advertising necessary, and to esteblish snd modify schedules with
consultation and agresment by CSXT and Amtrak.

& CSXT agreed to use its best efforts in aseisting” FDOT/TCRO in
managing the commuter rail system, It also designated a Vice President.
to coordinate commuter rail mafters with both parties, )

o CSXT agreed to operate the gervice in accordance with the conaists and
schedules established, to petition and prosecute all regulatory authority
proceedings initiated in the corridor, to not initiate any new regulatory
proceedings, to keep all records in connection with the operating phase
of the service including train sheets, block records, shop reports, track
maintenance reécords, and personsl injury and train sccident records.

& CSXT also agreed to maintain appropriate financial records refiecting
CSXT’s costs. FDOT/TCRO were required to compensate OSKT for all
coste atiributed to CSXT s provision of the contract serviee either at a
flat rate established in the egreement or on an sctual eost basis,

The costs of the Access and Serviee Agreement to the commuter rail servies had it
been implemented would have been as follows:

.FIEZFED COSTS

Rental of Reflroad Property for Stations . $157251
Aconse/Maintenance Fes

First Two Yaars . 600,600
Third Year through the Fifth Year ' $720,000

VARTARLE COSTS ' ]i
Liability Insurance $95,0600,000 with 5,000,000 State Self Inszred _
First Year $3,300000 §| _
Costs of CZET property damnged:and of wrezk clerring remultivg from
commuier rail operations

|| Costa of any rented equipment, much ra locomativez

29



The least desirable aspects of this agreement which FDOT/TCRO had to accept as &,
condition of providing a public transportation service on a privately owned railroad
were as follows:

I Amtrek's prior rights to use of the property and facilities. The most
damaging of these was Amirak's trains having priority over commuter
traing and Amtrak’s reluctance to adjust its schedules to accommodate
improving the commuter operations.

2, The ]Jigh_ cost of the Jigbility insurance Program.

3. Excessive labor rates and additives dmtated by CSXT lsbor unicn
contracts.

4, Excessive mzchinery rental rates established by CSXT and charged to
outside parties for use of railroad maintenance machinery. CEXT
conceded, however, to reduce the machinery rental charge by 20% for
the major track and bridge rehabilitation required by CSXT before they
authorized start of the commmuter servics, .

The Access and Service Agreement, executed hy CSXT and FDOT on June 9, 1987,
was eventually superseded when the FDOT acquired the CSXT rail corridor on May
11, 1988,

30

.
lInAm A P,

:
a
:
i
}
H
i
i

i Attt



1D,  Rail Corridor Acquisition

In the fall of 1986 the CSXT railroad indicated to FOOT that it was considering the
sale of 200 miles of its railroad oparating property snd fazcilities from Sebring to
Hoemestead. The CSXT's share of the freight market, primarily in the 81 miles
between West Palm Beach and Miami, had steadily decreased from the late 1960's
due to intense competition from the Florida East Coast Railway (FEC). Recognizing
that the seguisition of this property could have broad implications on the exiating and
firture transportation systems of the area, the planning division of FDOT established
an Interdisciplinary task foree to identify and evaluste the implications of the gele,
The task force recommended that FDOT proceed with negotiations to acquire the
property based on the fllowing benefits of public ownerghip and control of the
property: o

1.  The Interstate 85 corridor in the fhree counfy area was then or wonid
be, by the year 2000, bounded on the east by residential or commercial
development and on the west by the CSX'T railroad. Additienal fature
expansion. of I-35, the major north-south highway facility, would
therefore require acquisition of highly developed properties or all or part
of the CSXT rail corridor. 1f was estimated that right of way costs in
developed areas adjacent ta F-95 in the year 2000 would cost $1 millior
Or mMoTe per acre.

2. Commuter rail service on the CSXT rail property, proposed to
supplement the capacdity of I-85 during the construction of additionzl
lanes, conld become a permanent part of the region’s {ransportation
eystem,

3.  The rail properly passes through the Miami atrport and is adjacent. to
the Fort Levderdale and West Pelm Beach airports. - Iis sirategic
location adjacent to three major airports sand fraversing from north to
south the most heavily populated area in the state enhanced this one-
time opportunity to acquire an already in place transportation corridor.
The assemblare of such a corridor in tha future would require a great
dezal of ime and money or poasibly could not be accomplished at all.

4,  The.continustion of rail freight service and competition befween two
freight railroads in the south Florida srea was desirable. The
acquisition would assure the cofridor’s savailability for this
transportation alternafive.

5.  ‘The rail corridor provided an exiating right of way for high s;;ee;d rail to

access south Floride. It represents approximately 21% of the 314 miles
required for a high speed rail system between Tampa-Orlando-Miami.
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Public ownership of the corridor would facilitate the use of the corrador
for this mode. .

6. ‘The rail corndor was thought fo be essential for the contimuance of
Amtrek rail passenger service to south Florida. Approximately 300,000
passengers per year travel bebwaen the noriheastern cities of the United
States and south Florida onr Amtrak.

7. There was 2 major need to affect grade separafion of mumerous major
strects and highweys which currently cross the railroad at grade.
Public ownership of the railroad was thought to facilitate this work.
(Grade separation of the entire route or major segments thereof was nat
beyond the realm of possibility in the fisture.

8.  Sale of the corridor to & regions] short line ra:i operator prior to the i
county commmter rail agreement would have complicated and possibly

delayed the ptart up of commuter operations. It giso would have

required Amirak and the future high epeed rail franchisee to negotiate
with the new cwner whick may not have been in the pubiic interest.

9.  Sale of the corridor to a High speed rail franchisee would possibly place
the confinuance of necessary freight service at a disadvanfage and
require the state to negotiate the commuter rail use of facilifies with the
high speed rail franchisee. This probably would not be In the best
public interest. : .

10. The future sppreciation of the real estate value of the corridor wouid
accrue to the citizens of Florida. :

Tn sammary, public ownership of the corrider was considered necessary to assure
maximum and economical use of the existing raflroad right of .way for the
transportation requirements of the area, Under private ownership this-could not be
assured. FDOT proceeded with the necessary real estate and railread fixed facilities
appraisals on the property and negotiated a purchase agreement with CSXT. The
acquisition rationale and proposed purchase agreement were presented to the Florida
Legiclature’s transportafion committees who concwmred with the FDOTs
recommendstion that the corridor be acquired. The negotiated price for the 81 miles

of raflroad facilities on approximately 1150 acres of land wae $264,000,000, tobe paid -

for with an jnitial down payment of $75,000,000 and ten annual installment
payments. The instaliment payments consist of four &t $25,000,000 each, five at
$40.000,000 each and a final payment of $1,721,424.79. The 1988 Florida Legislature

subsequently appropriated the initial $75,000,000 and the purchase agreement was’

. executed on May 11, 1958, Each subsequent session of the Lepislature musi annually
appropriate each of the instaliment payments or the property reverts to the CSXT.
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' An Operating and Management Agreement, sn exhibit {6 the purchase agreement,

has a Phese A &nd a Phase B. The corridor is currently operating under Fhass 4,

' being maintained and operated by CSXT as the State's epent, wherein the CSXT hag

the commaon carrier freight provision obligations and maintains the tracks, signals,
bridges, communication systems, and buildings with its employees. FDOTTCRO
maintains certein specified passenger stafions excepting the areas maintained by
Amtrak.

Under the sgreement the cost of maintaining the state property is baged on the
proportionate use of the tracks by freight, commuter rail and Amtrals passenger
traing., CSXT pays 2 per car mile charge for freight aud Amtrak passenger trains
inte a maintenance fund. TCRO also pays a per car mile charge for commuter service
facility and track maintenance. Capital improvements require mutual consent of the
state and OSXT, CSXT also pays FDOT a fixed rental per menth for use of the gtate

property.

- Phase B provides the CSXT with the option, after May 11, 1990, of seiling the

common cartier freight rights on the corrider to the FDOT, on a first right of refusal
basis, or to & ready, willing and able purchaser who probably would be & regional rail
carrier (short line operator) meeting the Interstate Commerce Commission’s
conditions for continuance of freight service. The purchaser, FDOT or a private
party, would assume &ll of CSXTs responsibilities for providing freight service and
maintaining the state-owned properties under the same terms and conditions as
required in Phase A. CSXT would retain tracksge rights across the state-owned

corridor if they continue providing freight service between Miami and Homestead.

CSXT also would retain Amtrak rights until 1996 and MCI Telecommunications and
Lighfnaet rights until 2007 and 2018 respectively.
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E. Miscellaneous Support Facilities and Equipment

I the Hialeah car shop and enginehouse areas it was necessary that certain existing

or new facilifies and equipment be modified, procured or mrratruct&d to maintain the
locomotives and coaches as follows:

| Fecliemupmens |  Cows |
Office R&novat:mnjs end Trailerg at Higleah., $g,3-:?1
Coach toilet clean ouf facilities. $20,000
Water and power to the coach yard. $8,809
Pavement between coach, tracks. e - . $13,468
| Train power receptacles. . ' $274,700
Provision of a bi-level coach washer, $145,467
Misc. storehouse modifications & a fork lift. - $38,510
$586,325

In addition a West Paim Beach Isyover base, including standby power receptacles and
a small building and security fencing, were designed and constrocted at 2 cost of
$840,188. The facility was built entirely on former railroad owned property which is
now owned by the state. Additional tracks would have required condemnation and
acquisition of expensive privately owned property. Therefore the decision was made

to conserve budpget and pastpune expansion of the facility until operating experience
verified actual need. :

Also $55,363 wds spent to rebufid grade crossings and increase curve elevations to
permit a speed increase from 35 mph to 79 mph on six miles of track south of West
Palm Beach.
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. F. Insurance Requirementa

‘s a condition of sale of the rail corrider to the state, CSXT required that they be
«eld harmless from any property demage or personal injury liability connected with
use of the property by, or through operation of, the commuter rail service as long as
CSXT was to operate freight service. The CSXT required $100,000,000 in personsl
injury liability insurance and $15,000,000 in property damage insurance. The latter
covered damaege to commuter stations, commuter rail coaches and locomotives ze well
a8 damage to the railroad tracks, bridges, signals and communication systems.

The Florida Department of General Services (DGS) was responsible for procurement
of insurance required in the implementation of stzte projects. DGS with FDOT
assistance therefore developed insurance specifications and advertised for bids on
September 22, 1987. Only two responses from brokerage firms, Johnson & Johnson,
and Alexander & Alexsnder, were received. Neither firm was 100% responsive but
Alexander & Alexander was the most responsive. DGS ssked for and received
permicsion from the Governor and Cabinet to negotiate with both brokerage firms.
Afler negotinfions, Alexander & Alexander were selected as the suceessful broker.,
The first, policy issued on April 20, 1988 was the property damage policy in the
amount of $15,000,000 with a $100,000 self insured retsined amount, This policy
covered the coaches and locomotives and enebled the operational equipment tests to
be conducted on the raiiroad in October of 1988.

[he personal injury liability pertion of the insurance required negotiations with, the
~irime underwriters, Yloyds of London, in London. At this meeting the premium for
“che level of coverage was determined. Lloyds of London also met & state requivement

that all commercial insurance be underwritten by companies meeting DGS financial

and other criteria used to evaluate companies. The personal injury liahility insurance

became -effective June 1, 1988 and, with the above mentioned property damage

insurance, enzbled the equipment testing and qualification of train crews to proceed
- prior to the start of service on Janusry 9, 1989, :

The total premium for the personsl injury lisbility insurance was $3,300,000 the first
year (1989). This rate was high due to the commuter system being new with no
operating, accident or claims history an which o base the preminm. . In October of
1989, efier mine montha of operating experience, the insurance premium was

renegotiated with Iloyds of London 1o $2,875,000 for 1990. This was based on the -

excellent cperating safely record for the firat year of operations and represented a
reduction of $425,000 or 12.9%. The only accident experience in the first sixteen

months of commuter rail operations, consisting primarily of prade crossing sccidents, -

miner injuries to passengers, {respassers, and UTDC operating and maintenance
eraployees, is summarized in Section 5.1.2.
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1V. Passenger Siations and Rolling Stock
A. Station Design and Construction

The initial feasibility study and cost estimates were based on minimuom cost stations
constracted of black topped timber crib platforms utilizing readily availahle plexiglass
bus type shelters and 50 car parking lots. These low cost stations were recommended
given the possible five year duration of the service and to keep the capital costa as
low as possible, The inifial cost estimate used per station was $250,000. The
temporary station concept was not ecceptable to the TCRO and general public who
felt that concrete platforms with modernistic canopies-and parking lots optimizing
available station land areas were needed to stimulate ridership. Subsequently the
stations were individually designed under the Deleuw Cather contract at the
direction of the TCRO and FDOT district office in Fort Lauderdale. Del.euw Crther
alse provided consfruction inspection, supervised by FDOT and district construction
managers.. A standard station consisted of a concrete platform with canopies, a
boarding ramp for the handicapped, & parking lot, and lighting,

Station loecstions and costs follow:

West Palm Besch Amfrak Owerlay of exdating’ i:latfnrm and constroction of a
ramped handicapped access platform.

$92,006

West Palm Beach Airport Standard stetion with a bus zecess lane,

$178,176
Lake Worth Standard station with fencing sepa.r&tmg it from an adjacent high
schonl parkmg lot.

$315,755

-Bovnton Beach Standard station wifh an access road leased on private

property.
Not in gervics until December 1, 1989. : $272,977

Delray Beach Temporary wooden platform and handicapped ramp beilt on
existing Amtrak station platform. Amtrak station privately owned. Access to
the Amtrak station is imited end a new station site at Lake Ida Road ig under
development with a budget of 300,000 $21,786

Boca Raténr Standard stafion
$452,181
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Deerfreld Beach, Fort Lauderdale, and Hollywood Amtrak Overlay of existing
platforms end construction of handicapped access platforms,

$821,396
Pompano Besch Standard station.

$584,154
Cypress Creek Standard station,
Not in gervice until June, 1989, $203,339

Fort Lauderdale Airport Standard station with double track platforms.
$723,761

A portion of this stetion's platforms were in the clear zone of the Fort

Landerdale International Airport. Broward County subsequently relocated the

station at county expense to an alternats location in J 1y, 1989,

Golden (lades Standard station which utilizes an existing Dade County park

and ride lot across State Route 9 from the railroad. This required an extensive
pedestrian overpass.

$959,494
Dade Metro af NW 79th Street A bilevel transfer station between the
commuter rail service and the Dade Metro rail system. With the exception of
parling facilities it 1s a full size, Dade Metro station with escalators, elevators
for the handicapped and standard length double track Dade Metro platforms.
Dade County contracted for the design and construetion, of the station.
- Budgeted at $11,980,000, paid out as of March 15,1890. $10,882,309

i e L T L TP P

Miami Aivport Station Standard station.

$245,802
‘Statien Canopies Contracted for by FDOT. | $171,183
Stafion Signing Contracted for by FDOT. $102,448
Total station cost as of March 15,1990, . $16,(12’a,85?
Budgeted for Delray Beach (not yet mnstmcte&} | ._ $300,000
Remaining fo close out Metro Rail. | $1,107,691

The etations have been functionsl and well accepted by the public. There have been
. some complaints that the modernistic aesthetically designed canopies have -not
provided adequate protection from the sun and driving rain storms common to the

T br e e .
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area. Also the number of parking spaces available at various stations have proven
te be inadequate because the stations were built on limited aveilable land owmad by
the railroad at each site. Because of the poasible temporary nature of the project no
other adjacent land was acquired for enlarging the parking lots,

Only three of the nine new siations constructed, excluding Dade Matro, came in
under the average $250,000 per station estimate in the feasibility study. This was
primarily becanse many of the actual stations sites were not fixed at the time of the
gstimate, The preliminary estimates were order of magnitude based on & minimum
station design without considering eite-specific cost impacts. The initial station
budget, not including Dade Metro, was $2,580,000,. The amount expended es of
March 15, 1990, excluding the Dade Metro, was $5,144,548,
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B. Station Operations, Fare Collection and Revenue Contract

The decision was made by the TCRO in February of 1988 to request letiers of interest
for a competifive bid contract for the management and performance of ficket gales,
revenue collection and revenue accounting. TCRO was assisted in issuing the request
for letters of interest, in developing the RFP, in evaluating the responses and in
negotiating the contract by James Stoetzel and Associates of Andover, Massachusetts
under a consuitant sub-contract with the DeLeuw Cather Co., the prime engineering
contractor for the project. The TCRO also made the decision not to implement an,
unmanned station concept with ticket dispensing fare machines which were
recormmended by the feasibility study. This significantly increased station operating
casts by twelve positions during the a.m. and p.m. operating periods of approximately
4 1/2 hours each. The rationale for doing this was that vandal proof ticket dispensing
machines were not yet proven at unattended stations and that the autemated ticket
stock was considerably more expensive than manually sold stack. FDOT had
budgeted $500,000 with which to pioneer the vse of sutomatic ticket machines in
hardened concrete instatlations similar to those currently in use in bank night deposit
faciities during unattended banking hours.

The response fo the request for proposals was due on June 24, 1988. While nine
lefters of interest were received there was only one bidder on the request for
preposals, the ATE Maragement and Service Company, Ine. (ATE) of Cincinnafi,
Ghio, With only six months remaining until the start up of service, sole bidder
negotiations were bepun with ATE,

The proposal subreitted by ATE was reviewed, evaluated and negotiated by members
of fhe TCRO board, the Executive Director of the TCRO, the Manager of Finance of
the TCRO, with assistance from James Stoetzel. and Associates, Inc. who was
experienced in railroad comumuter ficket sales and revenue accounting. :

The ATE Manepement and Service Company’s proposal as riegotiated was executed
on December 12, 1988, 28 days before the start up of service. The cost of the contract
was $391,308 per year. The ATE company had extensive experience in ticket sales
and revenue accounting gained in the misnagement and operation of msajor bus transit
systems nationwide. The contract executed was for payment of the deﬁned gcope of
services on & cost plus basis,

The confract consisted of eighteen Articles and five Exhibits summarized as follows:
Article One Description of the Commuter Rail Property

1. A general descripfion of the railroad, the Emits of the commuter service,
number of commuter trains per day, end the days and hours of service.
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Sales Locations. The fifteen locations where ticket sales gre to be
transacted, the agreed upon hours of operation at each station. The
contractor is also required to make ticket ssles zvailable through
employers and retail outlets,

3. Fare Structure. A flat fare system with g bazse ﬁr'ice of $2.00 for a one
way ticket. The basic type of tickets offered:;

One way fare A pingle ride ticket for one ride hetween any two
stations for adults and children twelve years of age
ot older, Valid on any train,

One way half fare A single ride ticket available at 50% of the one way
fare that ailows for one ride betwesn any two
etations for patrons 1dentaﬁed by TCRO as eligible
for this fare.

Weekly pass A muliiple riée pass that allows an unlimited
number of rides between any two stations. Velid
only for the week, month, and year for which issued.
Cost, $17 per weak:”

Monthly pass A muliiple ride pass that allows an unlimited
number of ridea between any two stations. Velid
only for the month and year issned. Cost, $60 per
month.

Article Two General Conditions
1. The contractor agreed to undertake and perform the following
cbligaiions:

A.  Pick-up, distribute, control and sell all TCRO single-ride ickets

and mulfi-ride passea. _

B. -Perform revenue collection pracedures as des:gnatedbyTGRD to

assure gecurate and timely calleat:on of all service g‘enerated
revenue,

C.  Perform revenue accounting and preparation and issuznce of

regular revenue accounfing reporta,
2, TCRO must furnigh to the contractor all TCRO owned or leased ticket

41



R

selling facilities including, but not limited fo, ticketing structures,
furniture, safes or cahbinety.

All graphic displays, sipns and promotional material provided by the
confractor must conform to the TCRO design standards and be approved
by TCRO prior to use. Contracter is responsible for routine ¢leanliness

of station ticketing arege. TCRO is responsible for removal of trash
from stations.

Contractor must maintein a professional and clean sales environment
at each station. Notices are limited to bulletin boards which must be
kept current. All schedule chanpes must alsa be posted currentiy.

Centractor cannot make glerations fo the ticket sales area without
prior authority from FCRO in writing and is required to teke el
reasonable precautions to protect the facilities from damage, Contractor
is required to promptly notify TCRO of any vandalism, accident or fire,

TCRO hae right gt gny time to aedit the contractor’s books or records
periaining to the sale of tickets or revenue accounting.

In the event additionzal stations are ;:paned or existing stations closed
the following procedures will be followed:

A,  Distion Openings. The TCRO will advise the confractor of the
stafion location. The contractor wiil develop a sales plan and
submit & cost estimate to perform the tGeket sales. TCRO will
notify the contractor of #ts acceptance of the cost estimate and
issue a notice t0 cormmence sales at the location. .

B.  Station Closings, The TCRO will advise the contractor of the
eiafion closings and resultant decrsase in the amount of the
stafion operating contract. Contractor will advise TCRO of its
concurrence with the cost reduction.

In the event of a railroad work si;uppage the confractor will take the

following action: pecure all tickets, remove-all cash, remove all portable

‘equipment and property belonging to the TCRO or the contractor and

place it in secure storage. Contractor will furluugh without charge to
TCRO 2]l non-salaried personnel.

Contractor is responsible for all personnel policies, tax responsibilities,
gocial security and health insuwrance, employee bensdfits, purchasing

policies and edministrative procedures applicable to the internsl
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Article 3

operation of the contractor,

Any increase in the scope of services ghall result in & corresponding
increase in the cost of the contract. Any decrease in the scope of

services shall resull in a corresponding decreazse in the cost of the
contract.

Access to Rail Facitities and Elements to be Provided by TCRO

Secure, from Amtrak, at no cost to the contractor, the right ta Jointly use
the state owned Amtrak passenger stations,

Provide all Eéﬂuriw for the service property at TCRO’s expense.

Vandalism to the rail facilities inchuding the ticketing facilities, shall be
the responsibility of the TCRO und the confractor assumss no
responsibility for vandslism unless it is an act of the contractors
employee or subcontractor.

-

Persnnnal - Contractor's Rerponsibilities

To employe all necessary personnel and pot to retain anyone not

- satisfactory to TCRO.

Not to diseriminate sgainst any employee, or applicant for employment,
because of race, color, creed, sex, age or natural origin,

- Provides, as a cost ﬁf the contract, 2 policy of insurance protecting

TCRO from loss or damage from, the dishonest acts of the contractor’s
personnel.

Personnel employed as sales agenis will be responsible for the sale of
tickets, accounting for dafly sales, proper preparation of deposits and
other sccounting tagks.

To establizsh ard enfnme a uniform dress code as eatablished by TCRO.
Al uniforms sre provided by TCRO at no cogt to the contractor.



-

Axticle 5

Training - Contractor's Respongibilities

1. To instruct ail personnel in I-;ruper pales policy, ticket issuance,
application of fare tariffs, revenue collection procedures, customer
relations and other procedures necessary to fimnction. After the
completion of the initial training the contractor is required to monitor
each employee’s performance and provide any additional treining
required.

2.  The training conaists of two phases:

A, Overall duties B.  Ticket sales procedures
Pasgenger relations Accounting procedures
Passenger complaint handling Preparation of deposits
Passenger informnation Use of drop safes
Work shifts Reporting procedures
Safety TCRO tariffs
Security .

L.ost and found procedures

Emergency procedures

Discipiine code -
Arficle Six Contract Management

1. Contractor to designate, by name, one employee as General Manager to

- have full authority on behalf of the contractor over all services provided.

2, On or before the fifteenth day of each month the contractor is required

to submit the following monthly management reports:

A, Job cost reporiing, labor costing by station location, sfraight,
‘guarantee and overiime cost, by job crafi, and individual
employees.

'B.  Accounts payable,

C.  General ledger.

D. Income/expense statement, summsaries by line item. Includes
budget vs. actual and comparison over time capability.

E. Invoicing for ticket sales.
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Article Seven Ticket Sales

1.

2.

10.

1.

Ticket gales are to be conducted st the 15 station locations and by majl
and telephone.

On & monthly basis, the TCRO supplies the contractor with an allctment
of ticket stock sufficient for the estimated szles at gl sales outlets,
Contractor signs for the ficket stock. AJl tickeis have 2 unigue
identification number printed on the face of each ticket. The contractor
is responsible for the secure receipt, shipment and storage of 21l tickets
in his possassion

. Ticket sales bours correspond fo the hours the stations are open.

The price of each ticke! and pass is set by TCRO. No discounts or add-
ons can be authorized by the contracior unless authorized by the TCRO.

All tickets are required to be stamped with the location, date and fime
of sale. This suthenticates that the ticket was properly sold by zn
authorized sgent. Safeguarding of the daling mechanisms is the
responsibility of the agent and contractor.

The contractor is required to accept all forms of U.S. currency. Personal
checks and credit cards may be used to purchase weekly and monthly
passes. Bad checks are the responsibility of the TCRO for collection,

In the event that avtematic fickef vending machines are installed, the
servicing and maintensnce of the machines will be treated as an
additfional service requiring s ddifions] compensstion under the contract.

The contractor is responsible for the offering and operation of an option
to purchase passes to pafrons by mail and by telephone.

The confracior is responsible for u&"eﬁng an option to purchase tickets
throvgh employers and must provide adequate personnel to receive the
orders, process them and perform the necessary revenue accounting.

The contractoris probibited from selling anything other than tickets and
passes. ‘The confractor may be required by TCRO to scll oiher
TRI-RAIL relasted merchandise,

The confractor ie required to perform refunds in accordance with the
established TCRO refund policy. )



Article Eight Revenue Collection

The contractor is responsible for remitting payment for all tickets and passes sold on
an as-sold basis to the TCRO. The TCRO is responsible for the collection of all
revenues from all sales locations on & deily basis and transfer of the funds to a bank.
The contractor is responsible for preparing # revenue deposit on & weekly basias for
gll paes sgles generated in the pase by mail and telephone program.

Article Nine Revenue Accounting

1, The contracter is responsible for produdng all reports and finandal
statements, - datailing sales by type and locatior, on an IBM (or
compatible) micro-computer in a formai compatible to that used by
TCRO.

2, The weekly and monthly sales report formats are as follows:
A,  -Weekly:

Sales by location. -~

Tickets sold by type and tofals.

Revenue by tariff {ype and tofals,
Ticket refunds by type and amounts.

Net sales revenue.

Record of deposifs for sales revenues. -
Reconcitiation of sales and deposit reports,

B. Monthly:

Same ss A, Weekly, sbove plus-Comparison of o
previous month and year. :
(Graphics llustraing comparison.
A one page, executive summary of sales activity; E
B noting the reporting period, the sales accounted for =~
- . and the net revenue deposited. ;

C.  Accouniing for Weekly and 'ﬂ[onthly Pasges.

Within fourteen days afier the close of each month
the contractar is required to provide TCRO with an
analysis of weekly and monthly pass sales including
the types, quantities issued and cash value by sales
location including number sold and refunded.
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Article Ten Liguidated Plamages

The contract provides for assessing Hquidated damsapes against the coniractor for
undesirable performeance or failure to perform to TCRO established safety and
operational standards. TCRO has the right to moniter the contractor's complience
with the standards and must notify the contractor within 24 hours of a violation, If
a sefety viclation, it must be corrected within 24 hours. Non safety violations must
be corrected within five days after the violation has been verified, The following
incidents resuit in liquidated damage payments to the TCRO:

Safety violations — $500.

Late opening or early closing of & station — $100.
Ticket stock outage — $50,

Violation of the dress code — $25.

Failure to have a revenue deposit ready — $250.

PR 0 b9

Article Eleven Compensation sng Method of I;Jvoi{:ing

The contractor shall submif bills on a monthly hasia for services authorized to be
performed. The amount required to provide the services sutlined in the contract ia
estimated to be $991,306. TCRO is not obligated to reimburse the contractor for costs
incurred in excess of the estimated costs. The contractor submits invoices monthly
and TCRQ makes its best effort to pay within 45 days. The combined allowance for
- administrative overhead and fringe benefits cannot exceed 135%. State szles tax is

+"not billable.

Article Twelve Liability and Insursnce

ATE in hieu of a specific insurance obligation in the contract is indemnified and saved
harmless by TCRO under the $100,0600,000 insurance policy obtained by the FDOT
from Idoyds of London. The contractor is required to meainfain insurance for all
purpeses associated with insurancs neceseary for workers compensation, for
protection of the premises occupied by the contraclor, and insurance of automobile
usage by it's employees in performance of their duties required by the contract,
TCRO is required to defend, indemnify and save harmless the contracter fom any
and all Hahility for injury or death of any contractor emplovee on duty employed in
the operation of the contract service. The contractor is also held harmleas by TCRO
from any lisbility for injury to or death of any commuter rail passenger, or for loss

of, damape fo, or destruction of any passenger’s property.
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Article Thirteen  Audit and Inspection of Books and Records

The coniracter is required to keep detailed written records of all services performed
under the contract and make them readily available.

Article Fourteen Arbitration

Disputes concerning the interpretation, application, or implementation of the Artides
and subject matter of the contract are to be submitted to binding arbitration under
the rules of the American Arhifration Association.

Article Fifieen Payment Limitation

The TCRO is required to advise the contracter with respect to the amount of funds

available for expenditure during the next fiscal year for performance of the service
and payment o the contractor.

Article Sixteen  Non-Discrimination and Other Legal Requirements

The contractor was required to comply with all state and federal laws andreg;tﬂations
pertaining o non-discrimination in employment ag well as with applicable federal
and state laws concerning the environment. The DBR goal for this contract was

established at 10%. In the eveni the contractor fails to meet this requirement the
TCRO may terminate the agreement.

Article Sevenfeen Term gnd Termination

The inifial term of the agreement is for twelve months with the TCRO having the

option to renew for up fo two additional one year terms, The TCRO may torminate -

the agreement upon ten days notice under certain conditions.
Further the TCRO bas the right to {erminate the confract st it's convenience,

Termination for conveniencs creates no obligation on the part of the TCRO except for
payment for work completed a5 of the date of termination.
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Arficle Eighteen General Provisions

he contract containe a standsrd Force Majeﬁre clause. f

Any labor protection obligations of the contractor are not applicabla to this agreement U
or payable by TCRO.
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C. Acquisition of Locomotives

The Florida Department of Transportstion (FDOT), assisted by the railyoad
engineering consulting firm of Deleuw Cather and Co., made the decision in
September, 1986 to issue a request for proposals for competitive bids for new F-40
FPH-2 passenger locomotives, or rebuilt secand hand EMD GP-40 freight locomotives,
converted {0 ¥-40 PH-2 passenger locomotives. This decision was reachad after
determiming that the F-40-PH-2 met the operating characteristics and service
requirements of the commuter service. The second hand GP-40 freight units were
readily available and could be rebuilt in time to meet the then proposed start up date
of July 1, 1988. The Maryland DOT and New Jersey Transit Authority both had
contracts in process at the time FDOT made the decigion to proceed with a request
for proposals. A considerable savings in time and money accrued to the project
because specifications were available and could be modified to include several apticns
FDOT desired. New locomotives were also included in the bidding at the request of
General Motors and General Electric companied who designed and built new
locomotives and spare parts for existing locomotives, -

The request, for proposals was for five locomotives with an option for a sixth, to be
delivered during the sixth year of operation. The locomotives were to be equipped
with electric power generators for supplying power to the train and driven from the
main 3000 hp diesel engine on the locomotive. The locomotives alzso were to he

controlled in the push mode from a passenger coach on the end of the train equipped
with a locomotive contrel cab, '

' Given the possibility that the service might terminate after five years if the ridership
did not warrant confinuance, FDOT included in the request for proposals four
different purchase and lease options as follows;

Option One . Outright purchase of the locomotives,
- Option Two - A five year lease with FDOT ownership after the five
Years.

Oplion Thres A five year lesse with FDOT ownership after five years
: and with repurchase by the manufacturer affer the fve
yvezrs for the regidngl value.

Option Four A initial five year lezse with option for an additional five
: years with FDOT having the right to acquire ownership for
the residual velue at the end of the sixth through ninth

year respactively.
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.. There were three respondents {o the proposal for rebuilding the locomotives and two
. for supplying new lecomotives, The rebuilderswere Chrome Locomotive Inc. of Silvig,
Tlineis, Peaker Services Inc. of Chicago and Morrigon Knudsen Inc. of Boise, Idaho,
(General Motors and General Electric responded to the request for new locomotives,
Bids were received from Morrison Enudsen, Chrome Locomotive and General Motors,

After analyzing the economics of the various options and resale potential & decision
was made for Option One, out right purchase of rebuilt locomotives. Morrison
Knudsen Inc. were awarded the confract on April 10, 1987 at a price of $4,297,885
for the five locomotives end $387,698 for spare parts. This equates to & price per
locomotive with spare parts of $937,117. Chrome Locomotive’s bid was for $5,180,000
or $1,036,000 per locomofive. General Motors bid $1,450,000 per new locomotive.,
FDOT had unti December 1, 1987 to pick up the sixth locomofive buf did not elect
to do so.

As originally scheduled all five units were fo be delivered between March 1, 1988 and
March 31, 1988 at Hialeah Florida. When the start up of service was postpened from
July 1, 1988 to January, 1989 Morrison Knudsen requested fo move the delivery
dates forward to accommodate other production units on their assembly line, ¥DOT
agreed to this to avoid having to stere the locomotives at Hialezh froma March to
September when road tests of the train sets were scheduled to begin. Title to each
locomotive and its warranty began with the locomotives delivery and acceptance at
Hialeah. The first locomotive arrived in Hizlezh on May 2, 1988 and the last on
August 23, 1988, With change orders the final contract price for the five locomotives
(57 was $4,707,777 or $941 555 each.
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D. Acquisition of Passenger Coaches

The acquisition process for passenger coaches began in May of 1985. The feasibility
study recommended the use of high capacity bi-level coaches operaied in the
push-pull mode. There were gevers! ressons for this recommendation: to keep train
lengths at a minimum in order to realize the economicg of shorier station platform
requirements; to maximize passenger capacity per train leagth and minimize coach
rurming gear maintenance; to avoid the time required to turn the trains; and to avoid
the cost of constructing & wye track to furn the frains at the north end of the system.,
Another advantage was that biJevel coaches and cab coaches were under construction
by Suminoto of Japan for the California Department of Transportation (Caltrans)
commuter service on the Southern Pacific Reilroad between San Jose and San
Francisco, Also the Urban Transportation Development Corporation (UTDC) of
Canzads was in the process of setéing up & production line in Thunder Bay, Ontario,
aperated by its subsidiary Cancar, to produce 68 bi-level coaches in 19@6 for
commuter rail service in Toranto, This-meant that specifications existed thal coudd
be modified to meet Florida's requirements at a considerable time and eost savings,
Also considerable economies of scale could be obtained by programming Florida
coaches with material and part orders slresdy on production lines which were up and
running with experienced personnel,

-

The UTDC coaches being produced for Toronto were an-impraved second peneration

of coaches first produced and placed in gervice in 1978 with outstanding results.’

Both the Suminoto and UDC coaches presented no overhead clearance, side

dearance, or curvature problems on the railroad between West Paim Beach and

Mizmi.

FDOT also lacked at acquiring used hi-level coaches being retired and replaced with
the Suminoto coaches by Caltvans. Calirans was replacing 46 coachies constructed
by Puliman Stzndard and seafing 145 to 164 passengers per coach with 56 new
coaches seating 148 passengers per coach, These new coaches were funded with an
Urban Mass Transportation Administration grant. The coach shells were produced

- in Japan and final assembled and trucked in San Francisco by the General Electric
Co., a sub-contractor. Ten of the old coaches were 36 yaars old, 21 were 23 years old, -

and 15 were 16 years old Caltrans was required to sell the old coaches using an
advertised competitive bid. FDOT, whose requirements wers twelve coaches and six
cab coaches, would have had to submit the high bid on sach coach it wanted In order
to obtain them, The coaches all required major rehabilitation to their interiors and

running gear to make them acceptable for the start up of a new servica, The used

Caltran and new Suminoto coaches had g first level floor height l.'.lf 42" gnd 44"
respectively, above the top of rail. This meant thet passengers boarding the coaches
on an at grade platform would have had to negotiate three steps to reach the first

- geating level of the coaches. The coaches could not be baarded b}'
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a bandicapped person in g wheel chair or by a person who could not negeliate stepg

unless high level platforms and vestibule aprong were provided or the coacheg
equipped with elevators to lift the handicapped passenger from low level platforms

to the coach floor height. The UTDC coaches had a firat level foor height of 25"

above the top of rail. This meant, that by constructing a 13" ramped overlay on top

of an existing low level platform, which ig 8" sbove tha top of rail, a light weight
portable aluminum remp stored in the coaches could be used to ramp the remaining

4" 1o the coach floor. This met the slope requirements established for wheel chairg

and other handicapped person's ramps, In the coach, immediately adiacent to the

coach doar, on a transverse bullkhead, there was room for two wheel chairs with hold

down devices. Because of the ime required and high cost of providing 15 hiph level

platforms or designing and installing elevators in the Caltrans and Suminoto coaches

a recommendation was made by the FDOT and approved by TCRO to justify and

secure authority from the Florida Department of General Services (DGES) to negotiate

a sole source confract with UTDC, '

‘The sole source contract was justified based on the following:

1. . The UTDC coach was the only bi-level coach whase design permitted
minimum cost access for the handicapped.

2.  The coach order could be completed in time to meet the proposed
start-up date of the Florida system. -

3. UTDC agreed to buy back the coaches at the end of fve vears if the
commuter system was discontinued. _

4. The basic coach design had a proven operational and maintenance
record on the Torontoe system. '

5. New rather then used equipment was estimateqd to increase ridership by
ten percent,

DGS approved FDOTs request for a scle source confract. The contract was
negotiated accordingly and executed on July 29,1986, The price per coach was
$975,000 with a buy back option to be exercised by FDOT/TCRO at the end of the
third year with the coaches returned by the end of the fifth year. The buy back was
to be $600,000 per coach if the commuter rail service terminated afid $400,000 if the
service coniinued using other equipment, FDOT/TCRO was reqeired to mgintain the
coaches to standards established by UTDC. The condition of the coaches weas to be
verified annually by an independent qualified railroad pasgenger coach inspactor,
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The coaches ware warranted ag followa:

Warranty
Coach Part Pariod

Carboedy Structure Five Years
Truck Frames Five Years

| Air Conditioners Two Years
" One Year

!_A]l Othe_r Eqm’_;zment

The contract price of $17,550,000 was paid out as follows:

l L Pay Out Schedule |

$2,632,500 upon mohilization

$4,887,500 at 25% completion 7

| $1,755,000 at 75% completion

$7,020,000 upon delivery of coaches at Higleah, {$390,000 per coach)

“ $1,755,000 . upon final acceptance of coaches ($97,500 per coach)

With spare parts, change orders and the dacizion to purchsse a sixth eab car and one
less trailer coach, the final contract amount was $18,374,800.

A coach delivery schedule was established in the contract requiring the first coach to

be in Hialezh on April 1, 1958 and the last coach by August 1; 1988. A $400 per day

per coach late delivery penalty was established in the confract. The frst coach was-
delivered on April 18, 1988 and the Iast on October 30, 1988, two months prior to the

gtart up of service. Over the duration of the contract the total penalty days on the

eighteen coaches were 674, resulting in a payment credit of $263,600.

After the correction of several initial problems and fourteen months in service the.
coaches have proven to be reliable and generally acceptable to the public. Problems
which developed after delivery and were corrected at UTDC eXpense were:

1. The coaches had to be repainted because they did not stand up to-tha .
high ambient temperatures and humidity of south Florida. :
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The rubber gaskets around the windows had to be replaced because they
did not seal properly causing the windows to fog. This was attributed
to a manufacturing failure in the production of the gaskets and was
corrected by replacement of the gaskets,

When stored without air conditioning, certain ceiling and side panels
failed because of incorrect size and heat expansion,

The grab irons on the corners of the coaches did not meet FRA
requirements end had to be replaced. T

The fiber glass toflet modules in all coaches needed replacing due to
cracking, -

55

= el e e -



T T Tt FH e P e P PV P T

56




V. Operations and Management of the Service

CSXT, from the beginning of commuter rail negotiations, indicated they did nat wish,
to aperate the service or maintain the equipment. Initially CSXT, before the corridor
wae acquired by FDOT, required Amtrak to be the operating contractor. Thig
position by CBXT forced FDOTYTCRO into negotiating a sole source contract with
Amtrak, CSXTs refusal to operate the service and FDOT's failure to come to termg
with Amftrak, as outlined in part B of this section, resulted in FDOT/TCRO entering
info multiple contracts for trein operations, station operations, revenue accounting
and security. This was undesirable in that it regulted in a complex administrative
framework, -
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A.  Amtrak Negotiations

Train and engine personne] employed by Amtrak were operating the intercity
passenger trains between Boston, New York, Washingten D.C. and Miami. Amtrals
alge, since itg inception #n 1970, had contracted with CSXT or its predecessor
company, for union employees to maintain Amtrak trajns in the Hialeah yard facility,
Amirak also maintained exigting passenger stations at West{ Palm Beach, Delray
Beach, Deerfieid Beach, Fort Lauderdals, Hellywood ead Miami. Ticket sales and
revenue accounting were performed at these manned stations. Amtrak wag therefore
congidered to be qualified to contract for frain operafions, train maintenance, station
operations end revenue accounting.

Amtrak was willing to provide these services and FDOT, assisted by L. E, Peabedy
and Aegeciates, & firm noted for the negefiation of commuter and other railroad
agreements, began negotiations for a sole souree operating contract with Amtrak in
1586. The negotigtions went on for over a year gnd a half and a detailed and
comprebensive agreement was drawn up and thought ready for execution. Thiz did
not prove to be the case because Amtrak insisted on fwo conditions which
FDOT/TCRO could not meat. These were the requirements that Amérak not be held
Liable for the action of their own employees and that any existing or newly hired
employses be subject to Amtrak’s current job protection agreement with its labor
unions. The possibility that the comreuter service would be disconfinued after five
years-made the job protection requirement totally unacceptable. Three additional
months were spent trying to resolve these issuea o no avail. The negetiations with
Amtrak were discontinued in March of 1988 and a scope of services and request for

proposzals to operate the service was subsequently advertised.

v
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B. Train Operations and Equipment Maintenance Contract

A two day roeeting with prospective bidders in Fort Lauderdale was held on J une
23rd and 24th. Five potential bidders attended the pre-hid conference. The frat day
consisted of a bus tour of the railroad between West Palm Beach and Miami to
inspect the physical characteristics and condition of the railread. The second day of
the meeting was to answer any questions the prospective bidders had on any aspect:
of the proposed scope of work, The responses to the advertisement for proposals were
received by July 8, 1988,

A summary of the scope of services on which the respendents bid for a three year
contract period, with two additional years at the state's option, included the following:

1.

The management of the commmuter rail service and liaison an all service
maitere with FDOT/TCRO.

The day-to-day operational pupervision and reporting on sl gervice
elements, -

The employment of the necessary train crews, locomotive and coach
maintensnce personnel. The FDOTY/TCRO were to be held harmless by
the employer from any labor protection Lability incurred from operation
of the service or maintenance of the equipment.

The mainfenance of the locomotives and coaches.

The maintenance and operations of the West Palm Beach layover
facility. '

The maintenance of the commuter rafl stations, excluding the Amirak
poriions of West Palm Beach, Delray Beach, Deerfield Beach, Fort
Lauvderdale, HoBlywood, and the Dade Metro station.

The financial management uf the operatmg contract, including the
preparetion and management of an operating budget and financial
status reporting, ; '

The development and implementation of 2 systen: safety plan certifiabls
by FDOT/TCRO indueding ecompliance ‘therewith.

The . personnel management and . discipline of sl operaiing and
mzintenance employees under the operating contract.
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10.  Procurement, dishursement, and accounting for the material necessary
to operate and maintain the equipment and facilities specified in the
contract, excluding fuel which was purchzsed by the state and the
tracks, signais, and bridges maintained by the CSXT under the
provisions of the FDOT corridor purchase &nd aperating and
mansgement agreements.

11.  Coordination with the feeder bus systems established by the Counties,
Dade Metro-Reil #nd all other agenciea providing transportation services
complimenting the commuter rail operations.

The request for propoesals also required the operating contractor to mest operating
and safety standards or be penslized. These incduded:

1. A minimum monthly on time performance for a1l revenue trains of 989,

2, Nomore than twelve verified patron complaints registered against the
operator’s employees for each calendar year of the cantract term,

3. The development, hmplementation and enforcement of an efficiency
check program to assure that the traifis were operated in accordance
with the CSXT operating rules. This program was necessary to meet
the requirements of the Federal Raflroad Administration and FDOT.

4. The cerlification of and compliance with, the system safaty plan
required of public transportation agencies by Florida statutes,

The request for proposals also requested the respondents provide, as an option in
their gubmission, an item for the provision of commuter rail station security, This
did not include on-board {rein security, which in the reguest for proposals, was to he
provided by the conductors, assistant conductors or by the. proof of fare payment
officers provided by the TCRO. Also excluded as part of the operating contract was
the cost of providing for the two shifts of train dispatchers required in the CSXTs
dispatch center in Jacksonville and the three shifts of bridge tenders at the New
River Drawbridge in Fort Lauderdale. These positions were exempted because they
were CSXT employees paid under the corridor purchase and operating and
managemenf sgreements. '

The contract operator was required to maintain the locomotives to the manufacturers
warranty provisions and to the maintenance of equipment standards developed by
FDOT under the Deleuw Cather consultant contract. The coaches were to be
msintained te the manufacturer’s warranty provisions, the buy back provisions
specified in the coach purchase agreement between UTDC and ¥DOT snd to the
FDOT maintenance of equipment standards.
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Dther factors Wh-i.Ch. iﬂ.fluﬂnﬂ&d the cuntracmr’ﬂ PI‘DPDSE]. in the ecﬂﬁpm&nﬁ
maintenance area were; .

1.

6.

Amtrak owned and operated a wheel truing machine in Hialeah vard.
FDOT/TCRO reached agreement with Amtrak for use of this mmachine
to true commuter car wheels at a fixed price to the contractor. The
respondents were therefore not required to provide a wheel truing
facility but only to bid on the payment to Amitrak for truing wheels in
their facility. Amtrak's price per wheel set was $150.

Amtrak also maintained & store house in a state owned building in
Hialeah. Inifially Amtrak agreed that there was sufficient availahle
space in the exieting building to accommodate the commuter rail storage
requirements. The respondents therefore were not required to bid on
providing a storage building and FDOT agreed, with Amtral’s
concurrence, to provide and pay for the necessery modiSecations.
(Amtrak subsequently refused to provide the required commuter reil
space and FDOT had to modify space in the enginehouse to provide for
commufer rail needs).

The cost of providing train and engine ‘crews and eperating the train
sets during 27 days of equipment acceptance testing.

The maintenance of 100% air conditioner performanece,

Daily cleaning and servicing of the coaches was required at Hialeah and
at the West Palm Beach layover facility.

The respondents were fo bid on two car washing options. Wasking the
cars by hand or by using the existing state owned car washer used and
maintsined by Amérak at Hialeah, The Amtrak washer did not prove
feasible because it did not cover the top and bottom two feet of the
bi-level cars nor did it wash the top of the bi-levels. Also the washing

- detergent used by Amtrak could not be used on the spedal paint used

on the aluminum side sheeting of the hi-levels, FDOT subsequently
contracted for eonatruction of a bi-level car washer, and in the interim,
the confractor washed the cars by hand,

The contract required the operator to clean the interior and gervice the
{rains laid over nightly at West Palm Beach,

The only facilify maintenance required by the operator at the Hialeah

locomotive and coach maintenance facility was the routine janitorial
service required in the contractor's ofiicer, crew locker and lunch reoms,
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The contract was to be bid on a lump sum basis rather than cost plus. Alump sum,
price for each of the five years was to be bid in constant dollars. The decision for a
lump sum contract, rather than & cost plus contract, was based on FDOT’s experience
with the escalation of complex railroad contracts after award. Ancther factor wasg the
time and cost of personnel required fo manage cost plus contracts.

The bidders also were advised consideration would be given to an incentive payment
clanse and a penalty clause for above or below a 98% on Hme performance level,

The initial cost of training the coach repsirmen and qualifying the train crews was
to be borne by FDOT/TCRO. Subseguent treining wes fo be borne by the contract
operator. The coach buy back agreement required a specified level of training for the
coach repairmen and CEXT/FDOT/TCRO required that all trainmen bs qualified on
the railroad’s book of aperating rules, spacial instructions, and safety rules.

In addition to the above considerations the proposals were required o contain:
1.  Identification of any anticipated problems in providing the service.

2. A deecription of any innovative practices or methods which would be
implemented. o

3. A descaription and plan for providing the service from Higleah, Florida

4. A description of the respondent’s current resqurces availshle to
implement the services snd a listing of additional steff or other
resources required.

5. A description of how the respondent would meet the equ.ai employment
opportunity and minority business requirements specified by
FDOT/TCRO. - o

6. A description and plan of how the respondent propesed to address Ishor
practices, unions and union agreements,including any ramifications.of
providing the gervices on the same property utilized by Amirak snd

- CaXT. _ : .

7. Adescription and plan of how the respondent proposed to hire and train
any new employees necessary fo implement the service, Respondents
were required to furnish copies of any existing or proposed lebor
agreements under which services would be provided,

8. A statement of the number of days required for start up of gervice after -
receipt of notice to proceed.

62



3,  Anticipated mobilization costs and a proposal for recovery.
10. A copy of the respondents latest audit for pre-contract audit purposes.

There were three respenses to the request for proposels as follows:

1. The AT.E. Management & Sarvice Co. ({ATE} of Cincinnsti,Obia.

9. The Urban Transportation Development Co. (UTDC) of Defroit,
Michigan., .
3.  The Merchants Management Co. (MMC) of O'fallion, Ilinois.

The proposals were reviewed and evaluated by a three member committee consisting
of two railroad professional engineers from the FDOT Rail Bureau in Tellahassee and
a consultant experienced in commufter rail operations who represented the FDOT
district office. The TCRO declined to participate in the evaluation because its |
executive director was a former employee of the Urban Transportation Development

Corporation.

The criteria used to rapk the proposals and their reépective weighted percentages
were:

1.  The quality and structure of the response to the scope of services and
the comprehensiveness of the approach to the tasks - 30 %.

2. The level of detail and raasunahleness of the cost package for each of the
contract’s five years - 20 %.

a. The degree of the proposer’s past a.:ad current experience in commuter
rail operations and management with resumes of personnel to be used

in the project supporting this experience - 25 %.

4. A description of the innevative management and technical approaches
to be used in operating and maintaining the faclities and equipment -
20 %. I .

5. Comnpliance with the 10% n:-.inurity business enferprise and equal
opporiunity employment requirements - 5 %.
The selection committes ranked UTDC # 1, ATE # 2, end MMC # 3. Before

negotiztions were begun with UTDC, the Merchanta Management Co, withdrew ita
bid bacause it was tnable to gecurs the performance bond required to secure the

.. contract. The bond was in the amount of the full contract price bid for the first three
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years of the contract service.

UTDC's proposal was superior to ATE's in the following areas:

1.

UTDC's regponse to the scope of services was in greater detail and
reflected considerably more raitroad operating knowledge and experience
than ATE's, UTDC's Iknowledge of the project was superior to ATE's,
While ATE's proposal reflected its strong transit system manapement
experience, primarily in the bus area, UTDC's cperafing proposal
indicated superior and greater experience in commuter rail operations
on an exisfing railread, commuter rail eguipment maintenance, and in
railroad safety,

UTHD's cost proposal for the five year operating period was $27,680,454,
or $25.45 per train mile, to provide 217,568 {rain miles per year varsus
ATE's cost proposal of $32,870,540, or $30.22 per train mile,

A comparison of the two bids follows:

| Bid Item ~~ATE UTDC
Five years of gervice including
mobilization, training and security $36,609,599 $33,408,374
Minus the security option . .. declined to bid {$3,324,420)
Minus diesel Fuel ($3,739,059) ($2,398,500)
Net Price Bid $32,870,640 $27,680,454
| Average price per year $6,574,108 $5,536,091 i
ﬂ Difference $1,038,017 ﬁ

Diessel locomotive fuel was withdrawn from the bid because fuel could be obfained by
FDOT at eonsiderably less cost on FDOTs annusl competitive fuel requisition bid,

“This proved to be a very cost effective decision.

In the first calendar year of

operations, January 9, 1989 to January, 1990, 770,319 gallons of diesel fuel were
used, at an average price of 52 cents per gallen, for a fotal of $400,566. The low bid
. by UTDC for provision of fuel was $479,700 per year. .

The bids were based on the operation of four train sets, five days per week. The
schedule penerated 836.8 train miles per day or 217,568 frain miles per year.
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The contract was negotiated during the last two weeks of September, 1988 and UTDC
was given notice to proceed with the mobilization phase of the service on September
27, 1988, UTDC eccepted the notice to proceed on QOctober 6, 1988 and agreed that
gervice would start on January 9, 1989.

The terms end application of the operating contract have been a source of controversy
since the stari up of service, A mgjor iesue which arose was the actual cost of
providing the service compared to the lump sum price being paid to UTDC, The lump
sum price included the cost of contingent Habilities, such as lahor protection, which
UTDC agreed to asgume., When these liabilities did not materialize after the firet
year of operation, the difference between the actual cost of providing the service and
the fixed payment was perceived to be inordinately high.

Another major issue which subsequently arose was the cost of providing additionsl
frain service over and above the basic level of service required by the contract. The:
lurmp sum contract designated the schedule which was to be operated for the bid
price. While it also provided for negotiating the cost of any addifional services
required in the fufure, the contract did not specify a method for doing so. The
contract slso was not specific enough in detsiling the numher of tryinmen snd
equiprnent mainfenance personnel that were to be employed for the lump sum price.
The confractor subsequently used these omissions to reduce the number of train
crews and eguipment maintenance workers sctually employed. This increased the
contractor's retuirn and created controversy when the contractor insisted on additional
compensation for operation of the mid-day train, which was added in January of

-, 1990

The level of controversy over the contract issues reached the point in March of 1980
where the TCRA governing board voted fo terminate UTDC's contract. There is a
provision in the confract where the confract can be cancelled at anyiime upon
payment to the contractor of the actual costs of demobilization, as approved by the
state, plus 15% of the peneral and administrative cogts of the demobilization, In
response, UTDC offered to renegotiate the controversial provisions of the contract.

The contract was amended in January, 1990 when a noon day train was rdded, Also
effective Apml 1, 1890, new schedules went info effect providing for four fraing in
each direction in the a.m., and six trains in each direction in the pam., with all trains
making each station between West Palim Beach and Miami Airport. This schedule
generates (20 x 66,4 or) 1328 {rain miles per day which equates to 345,280 per year.
The contract price was increased by $217,000 per year to compensate for the addition
of the noon day train. The average yearly price of the new coniract is $5,757,945,
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C. Feeder/Distributor Bus System

. The start up of the first commuter rajl system in south Florida created the need for
a feeder bus system to assure access of patrons to the rail service at both ends of the
rail trip. The bus system serves as a feeder system at the entering end of the rail trip
and as a diefributing system at the leaving end. The Florida legislature required
each of the three counties to develop and implement a foeder bus system to fully
support the commuter rail system and engure maximuom ridership,

1.  Planning

The system was planned and implemented by coordination between
TCRO, the planning and transit organizations of the three counties, and
the Florida Department of Transportation's district and central officas.
A feeder bus plamping study for Palm Beach county was done by
Barton-Aschman and Associates, as g sub-contract under the Del.euw
Cather contract. The feeder bus plans for Broward and Dade counties
were developed by the respective county planning and transit staffs.

Certzin criteria were slready established when the plaoning studies
began. These were: o

®  The exfent of the system, 66.4 miles with 15 stations.

® Tke train schedules were fixed, the buses had to conform to the
arrival and departure times of the trains. However, minor
adjustmen{s were made to the train schedulas during the bus
planning perjod,

® The majority of the stafion sreas were fixed and some were not
-conducive to good feeder bus circulation. -

The bus service requirements were difficult to evaiuate and estimate
becanse: : ' :

- There was limifed informstion availeble on which to predict the
' number of potential train riders, :

® With the train serviee being a first in south Florida there was no
experience on which fo pattern the bus service from known
ridership patterns, .
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® The willingness of potential rail patrons to ride the buses was
unknown, :

® It was unknown where the rail patrons wanted to go excapt in

certain high employment sreas where a bus market could be
easily identified.

L) The volume of residential ridership the systemn would attract gt
the entering end of the rail trip was difficult to predict.

® The bus systems were planned and contracted for before the start,
up of rail service based entirely on estimated data, This meant
that once reil service began the bus systems would have to be
adjusted and modified as rail ridership patterns and destination
locations became known.

In the early stages of the commuter rail bus system planning the counties recogpized
that the route requirements necessary to support the commuter rail systers were not
corpatible with those of the existing county transit bus systems. The commuter rail
service required precise bus arrival times at the train stations and the zail route
geography did not match the existing residential population and employment centers
which the existing bus reutes were designed to serve. The counties were unwilling
to make modifications to rearrange their existing established bus routes or to provide
sufficient new routes to accommodate the reil feeder bus system requirements.
County owned buses also were not available to make the modifications. This meant,
that if the county bus systems were to expand and provide the rail system’s needs
with county owned buses, major capital funds would be required with which to
purchase buses. Implementation time was also 8 major factor influencing county
decisions. The counties were not provided operating or capital funds by the legislature
for the commuter rail bus systems, therefore without funds to purchase buses, Palm
Beach and Broward counties made the decision to provide the bus service, mandated
by the legislature, by contracting with private service providers.

Palm Beach County and Broward County prepared & request for proposals and a
scope of services and competitively hid for & provider. Dade County, however,
provided service only to the Miami Airport station on two routes using two existing
county buges and staff, All three counties made the dedision to provide access to the
handicapped in the same manner in which if was provided on their established bus
trapsit systems., This is by 24 hour advance notice on Yift equipped buses.
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2. Funding

To assisi the counties the Florida Department of Transportation’s Division of Publig
Trapsportation Operations entered into a joint participation agreement with the thrae
counties on March 30, 1989 which defined funding aesistance., In the agreement g
total bus system cost, based on the counties’ esimated planring needs, was specified
as $3,886,000 for 1989/1990. Participation was distributed as follows:

- | FDOT
Enty . L Coat . Percent Participation
PalmBeach |  $1056,000 31.46% | $312,000
Broward $1,800,000 53.64% $532,000 |
Dade $500,000 14.90% $156,000

3. Bus Contracts

A. Broward County

$3,356,000

The county entered into a contract for the provision of bus service on December 20,
1988 with Aircar-Norman Ine, Compensation for the services, beginning on January
3, 1989, was based on the daily tatal number of bus hours of serviee provided in a five
day week, The hourly cost per bus varies with bus size as follows:

Howrly Raie
per Busg

Conditions

— |

4953 Passenger Bus (large) . $65.01 | |-
i1 & 14 Passenger Van | $28.00 | Three hour am/pm minimum |
20-30 Passenger Bus (based on vehicle enst) '
$50,000-575,000 $40.00 [ Three hour am/pm minimum ,
$45.00 | Three hour am/pm minimum ii

$75,001-$100,000
Greater than $100,000
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Other major provisions of the contract are:
1. Contractor will provide two field SUpervisors.

2. Deductions in payments are provided for failure to complete tripe and
failure to meet on time performance.

3. Contractor may lease county buses if and when evailable,

4, Fuel costs will be reviewed quarterly and bus hourly rates adjusted up
or down.

A, Contractor is required to provide $1,000,000 badily injury and property
damage insurance per occurrence.

6. Contractor must indemnify and save harmless county, its agents and
employees, from or on account of any injuries or damapes received or
sustained by any person or persons resulting from Contractor's
operations in implementation of the service.

7. . Service may be terminated for cause or convenience upon. 30 days notice.

As of May 1, 18990 Aircar-Norman Ine. under contract to Broward County is ufilizing
20 buses per day, making 160 trips covering 1,177 miles on 16 routes, and serving
: five stations. The average cost per day is $5,700. Broward County Transit provides
service to the Hollywood station with its regular bus service on Hollywood Blvd. with
a bus stopping, at the stafion, every 30 minntes.

E. Palm Beach County

This eounty also requested proposals for provision of the bus serviee similar fo
EBroward County snd on November 22, 1988 entered into a contract with National
Transit Services Inc. The contract provides for compensation at the rate of $46.00
per bus per revenue hour. This rate is based on g1 average per bus uszee of gix (6)
hours per day, five days per week (less holidays) and a minimum of ten buses. The
county’s maximum obligation under the contract for one year of service is $1,055,700.
A revenue hour i defined as the time 2 bug is in service form s first point. of service
through its last poinf of service on each rum. Deadhead time to and from the
contractor'’s bus mainterance garage does not count 28 revenue Hme eligible for
compensation. The hourly rate indiudes all costs and expenses incurred by the
contractor providing the service. The contract also has provisions for penalizing the
contrector for frilure to complete trips and meet on fime performance, -

This contract also may be terminated with or without cause upan, 80 days written
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notice to the contractor. Ligbility insurance end indemmmification are the ssme ag the
Broward county requirementa. The contractor is utilizing 18 buses per day, making
149 trips on ten routes, while serving six stationa, The average cost per deyis $5300.

C. Dade Conaty

There are three commuter rail stations in Dade county. Miami Airpart is the only
rail station that Dade county chose to provide with feeder bus service. The Dade
Metro station at Northwest 79th Street and the railroad ie an interchange station
between the commuter rail service and Dade Metro. Dade County does not provide.
feeder bus service to Dade Metro because the county considers Dade Metro as the
only feeder service necessary for the commmuter rsil. Dade County does nat believe
any addifional feedeér bus service is required. This pesition forces any commuter ras!
patron in the Hialeah and Hizlesh Springs areas to take & Dade county transit bus
south to the Dade Metro system and to transfer again to the commuter rail system
to reach his or her commuter rail destinations,

The Golden Glades irail station, which also serves Opa-locks, has aceess to the largest
park and ride lot of any of the commuter rail stations. This facility was built for
peak hour express bus service using dedicated lanes on Interstate 95 to downtown
Miami. The lanes are also available to automohiles with two or mere people during
peak bours. The rail service is accessible to the parking Iot by an overhead
pedestrizn bridge across State Road #9 constructed as part of the commuter rail
project. In the commuter rail feasibility study it was proposed that the express bus
service on I.05, which is operated at a considerable deficit, be stopped and the
commuter rail service assume the fdership from the Golden Glades rail station to the
Dade Metro/commuter rail station at Northwest 79th St.. From there patrons would
transfer to their Dade Metro destination stations, This concept was not accepishble to
Dade county because the rail trip time was ten minutes longer than the bus time and
because the rail frip introduced an additional transfer. The benefits of this proposal
would have been a reduction of bus congestion in the Miami Central Business District
and on J-85 and, potentially, additional rail patronage. '

The city of Opa-locksa requesied and was a candidate for a down town commuter rail
station but was not granted a station because the Golden Glades station is on the
eastern edge of Opa-locka only 2 1/2 miles from Opalocka. Dade County did not
choose o provide bus service feeding Opa-locke patrons to the xail system at Golden
Glades because it did not want to loose express bus patrons to the rail service.

The Miami Airport station is'the southern terminal of the rail service. It is located
n an area where the local street network to the rail atafion is not conducive to bus -
operations due o narrow streets, with geometry difficult for buses fo negofiate,
numeroud rail siding crossings, and poor roadway surfaces. In the future, the access
: roads to the station will require major imyrovements, The main feeder bus market
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for this station is to and from the adjacent Miami Iniernational Airport and the
 aviation-related industries supporting and supplementing the airport.

Dade County is providing two buses per day maling 38 trips covering 619 mileg on
two routes, while serving the one station, The average cost per day is $600 or

$156,000 per year.

Experience to date indicates that the feeder bus service being provided by the
counties is inadeguate to develop the full rail ridership potential in the three
counties. The existing county systemsa are designed teo primerily serve the central
business districts of tha cities which mainly border the Atlantic ocean to the east of
the railroad. To further complicate the bus situation the commuter rail
sdministration, the TCRA, has no authority over the county bus organizations which,
monitor, control and administer the bus service contracts. Also needed is additional
parking at the stations and an expresg bus service to and from the rail stations,
meeting all train times, to auxiliary parking lots and major transfer points on the
existing county bus grids or routes. This would integrate the existing bus systems
with the rail stations. A large part of the success and viability of the rail system is
dependent on the counties taldng whatever action is necessary to get the rail patrons
to and from the rail stations and their homes or places of employment.,
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D. System Security and Safety Plan
1. System Security

The feasibility study concept of what the commuter rail security system ghould have
conststed of and what was actually implemented by TCRA differs considerably in
make up and cost. Security aboard railroad passenger trains has traditionally been
the jurisdiction of the railroad conductor. The conduetor, uader the railroad boolk of
operating rules, is beld responsible for the operation of the train in accordance with
the book of rules and for the safefy of the train and it's passengers. An assistant
conductor is currently provided on each commuter train under the UTDC operations
contract. The duties of the assistant conductor are to assist the conductor in carrying
out his duties which ean include the collection and verification of tickets indicating
payment of fare.

Florida Statute 341.3025 "Multicounty public rail eystem fare enforcement”, provides
the necessary legal authority for train crew members to issue citations to passengers |
not having valid cormmuter rail tickets. Trainmen cartified as enforcement of fare
officers cannot bear arms nor do they have arrest authority. Any person riding the
rail system without paying the proper fare is subject to a citation by an enforcement
officer of the rail system and is guilly of a noncriminal viclation punishable by a fine
of $50. Any person cited for a fare violstion must sign and aceept the citation
indicating a promise to appear in a county court. Any person who does not elect to
appear must pay the fine by mail or in person-within 30 days of the date of the
citation. Any person who elects to appear befare the judge is deemed to have waived
his right to pay the $50 penalty. The judge, after a trial, makes the determination as
to whether an infraction has been proven and may impose a civil penalty not to
exceed $500. The commuter rail authority mey employ enforcement officers or
contract with a private firmn or company for their sérvices. The assistant conductors
are in the latier category.

As mentioned previously, the TCRA operating staff were not on the property until
approximately three months before the start up of service. Serious efforts to provide
8 security force for onboard frain ticket verificaiion, for maintaining order and
prohibiting vandalism on the traing, snd for station and right of way safety were not
bepun uwnill November, 1988. Meetings were held with the Metro Dadeé Police
Department (Transit Section), the Broward County Sheriffs Office, and the Palm
Beach County Sheriffs Office. Broward and Palm Beach Counties had sufficient
Tesources fo provide service in Hme for the commuter rail start vp date of January -
9, 1989, however, Dade County reported they were understaffed and would require
one year to provide officers required. This obviously was unsatisfactory. In the
interima the Florida Highway Pafrol indicated interest in providing the service.
Negotiations were begun in December, 1988 and an agreement was reached on
January 5§, 1989. The Florida Highway Patrol provided 20 full time dedicated
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troopers to the commuter service and state owned rail corrider until February 16,
1989. They withdrew becauvee assigning 20 troopers to the rail system resulted i
understaffing in other areas of law enforcement and replacements reguired six
months te hire and train.

Negotiations were resumed with Broward and Falm Beach Counties to provide
garvice for the entire commuter rail system. While the negotiations were in progress
“off duty” Florida Highway Patral traopers were used to provide security in all three
counties. An agreement was reached on May 1, 1989 with Broward and Palm Beach
counties to provide service in their respeciive counties. "OFF duty" Highway Patrol
troopers continued to patrol in Dade county until July 26, 1989 when an et
was finalized between Dade an Broward Counties, Beginning on July 27, 1989 and
continuing to date Broward County deputy sheriffs cover the commuter rail system
in Dade and Broward Counties and Palm Beach deputies police the system in Palm
Beach County. The terms of the current security contract with Broward and Palm
Beach Counties follow:

Broward County Sheriff’'s Department.

A. 8ix deputies.

-

B. Coverage in Broward end Dade Counties.

C. Duties:
1. On board protection.
2. Check tickeis for fare evasion.
3. Patrol railroad R/W and property.
4.  Respond to commuter rail emergencies.

D.  Centract Price for 1 year,....... $301,505.

Palm Beach County Sheriff's Department, _

A, Three deputies,

B. Coverage in Palm Be.ach County.

C.  Duties ( Same as in Broward County).
D.

Contract Pries for 1 year........ $145 851,

Total Contract Price for 1989-1990._..... $447 360,
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Thig price averages $49,707 per officer including the patrol cars, access to the county
wide sheriff's radio network, and the officer's salaries ag well as ernployee benefitg
and various employment taxea,

2. System Safety Plan

Florida Statute 341.061 requires that public transportation agencies develop and
implement & System Safety Plan. The TCRA accordingly drafted and had approved
by the Florida Department of Transportation & pian epplicable to the operation and
maintenance of the commuter rail system. The plan defines the responeibilitics
associated with safety for all TCRA, UTDC, ATE and CSXT railroad emplayees ag
wel as the responsibilities of the respective mansgements in assuring a safe
operation, A summary of the main provisions of the plan follows:

A Purpose

The plan establishes the accident prevention snd control methods used
to maximize the safety of the passengers, employees, emergency
response personnel, general public and property,

‘1’

B. Definifion
" System Safety is defined as the coordinated effort of all TCRA, UTDC,
ATE, and CSXT raitroad employees under the direction and guidance of
the TCRA management to:
L Conserve life and property.
e Prevent accidents and injuries and reduce accidents,
® Control and minimize the effects of accidents.
e Meainfsin the safe operation of the commuter sysfem.
® Reduce hazards to the lowest possible level through the
most effective use of available resources,
@ Provide for the occupational safety and health of all
employees,
C. Scopa
Defines the system safety acfivities for the TCRA, UTDC, ATE, and
CEXT, more spacifically:
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Includes all TCRA, UTDC, ATE, and CSXT offices and
departments involved in the operation and maintenanca of
the commuter rail system and related facilities.

Applies to all activities which involve degign, construction,
testing, operation and mainfenance of the commuter rai]
ayatem.

Charges each manager, department and office with
respongibility for the system safety plan's implementation
and suceees.

-Requires coordination, integration, communication and

cooperation among 2ll managers, deparbments, and offices
in matters relating ¢o cafety.

Encompasses all fixed facilities, vehicles and employes

activities and applies to all who come in contact with the
{ransporiation system,

Includes interfaces with local, state and federal
governmental bodies and citizen groups regarding safety.

Appleable Safetv Rules

The major method used to insure industrisl- safety in the railread
indugiry is fo require atrict compliance with formal railroad operating
and maintenance safety reles compiled primarily from railroad sccident -
and injury experience and statistics since the railroad industry began in
the United States. Therefore, the following CSXT documents were
adopted by the TCRA and ceriified in the system safety plan as being
the applicable gafety rules and decuments under which the commuter
rail system would operate:

.

b,

The CSXT Transportation, Inc. Operating RBules, effective
January 1. 1987, and as amended thareafier.

The CSXT Transpﬂrtataun, Inc. Safety Handbook, for 21l crafts,
. effective September 1, 1987 and as amended thereafter,

The CSXT Traceportation, Inc, Tampa Division, Miami
Sub-Division Timetable and Special Instructions current issue
dated October 25, 1987.
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d.

e,

The current Tri-Rail Train Schedule,
The TCRA Emergené:,r Response Procedures governing:

On-board equipment failures.
Immobilized train,
Derailment.

Fire.

Collision with other trains,
(Grade crossing aceidents,

D e 00 0

.

Al TCRA,UI‘I}G and CSXT employees are gﬂv&med by and must fully
comply with the requirements of these documents ag they apply to his

or her respective duties while on the operating property of the commuter
railroad. _

Gozls

The goals of the system safety plan are to achieve the félhwing:

®  The safety of the passenger, TCRA, UTDC, and GSXT personnel,
© equipment and property.

®  The health and safety provisions for the maintenance and
operating personnel will meet or exceed those required byfederal o
state and local regulatory authorities.

®  The operation of the system will meet or exceed &l relevant
federzl, state and local safety codes and regulations,

® At a minimum the operating system will be maintained at the
safety level identified at the initiation of revenue service,

Objectives -

The specific objectives of the system safety plan are:

The publication and implementation of the plan.
The timely implementation of the plan.

The safety certification of the Tri-County Commuter Rail System
and any additons or medifications thereto, )
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® The development of a single gsource for the overview,
implementation, maintenance and enforcement of the system
safety plan for the commuter rail system.

Authority

The authority and responsibility for the implementation of the plan js
vesied in the TCRA execufive director whoe in twm delegates the
enforcement of the system safety plan rules to the UTDC and to CEXT
for compliance by their respective employees. The executive director of
the TCRA certified the plan with his signature on Deceraber 9, 1988,

|2
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Accidents and Injuries

- From Janvary 9, 1989 to May 1, 19880 the following accidents and
personal injuries have occurred: :

Accidents to Passenger., Trespassers and Non-Trespassers

|| Type of Accident Pagsengers _ | Trespassers Nun-Esﬁaﬂaem |
Fali or Trip o 1 _'?_ | _{} 0
Struck by Object 1 1 1
Burmn 1 0 0
Grade Crossing 1 0 0
Miscellaneous | 0 0
11 1 1 -l
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Personal Injuries Incurred by UTDC Operating Emplovees

" Type omf_Accident Class of Employee
. Trangportation Maintinanm
Fali ) 2 i 4—_
l Lifting 1
Vapor Inhalation 0
Puncture Wound 0
" Foreign Ohject in Eye 0
Struck by Ohject 1
Bum 0
4

Summary: Of these 16 accidents, 7 were FRA reportable with 8 lost time and O
were non-FRA reportable.

Grade Crossing A;ccidents

Driver. Stopped .} Drver Abandaned
on Track . Car on Track
& ]

1 - Buoicide

- Summary: 12 grade crossing acddents, 4 minor m,;unes, 1 fatalify.

In the period from October, 1988, when equipment testing bepan until May 1, 1920
there have been a total of 17 claims for accident damages. These amounted to
$10,217 and were primarily for damages to automobiles strick by descending crossing
gates. An unknown number of personal injury law suits are pending,
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VI Summary and Future Viability
A. Cost and Revenue Summary

1. Capital Costs Expended as of January 10, 1990

i o— — -
| Item L L
Engineering ] $3,421,807
Locomatives * $4,694 535
Coachesg ! $18,100,906
| Wheel Chair Ramps {Portable) $2,304
Stations $16,026,857
Track, Signal & Bridge Rehsbilitation $16,124,757
Car Washer Hialezh $145,467 |
$274,700
$540,188
T’D’I‘ﬂﬁm L o $59,681,675

! Final payment, for spare parts stll due as of J; anuary 10, 1930, On the coaches the

delivery penalfy of $269,600 will not be paid to the contractor.

2. Operating Costs

SEVEN MONTHS 1989 OPERATING COSES IN 1000% OF DOLLARS
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THREE MONTHS 1980 OPERATING COST IN 1000's OF DOLLARS

Tan Ten _i
Maoth Mooth
Expenditures Jan. Feh, Merch  Total  Percent Totals  Percent
Administration $141 $147 $25£_ 1539 15.1% $1,517 1LE% I
Ticketing (ATE) &7 £50 a3 £238 8.6% $T0T 6.3%
Operating $lg $1a3 (] $HT 0.7% £893 89%
| Oparstar (LT 427 =27 27 %1281 35.8% $4,818 4199, "
Marketing $E5 iy $83 $£185 BI2% a8 24
$5,306

REVENUE BY MONTH EY YEAR

‘! . Month 1989
January 0 $149,843
February | ‘ ©$0 $159,567
|| March $0 $177,285
April $0 $0
May " - $64,238 $0
|| June $48,903 . $0
July $80,026 %0
1 Augusy $106,620 $0
Ii September $98,421 . 50
Qctober - $121,1062 $0
November $102,829 $0
" $102,365 $0
TOTAL $724,504 $486,695
Moathly Average $103,501 $162,232

* Advanced eales prior to beginning of fare collection on June 1, 198g
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REVENUE BY STATIONS

Seven Montha of 1989

_ Revenuaa Percent Rank%

Miami Afrport T gsmees 5.34% 11 ‘
Metro Rail $68,710 9.21% 3 —H
Golden Glades $42.326 5.84% 16
Hollywood $82,114 . . 11.33% 2

" Fort Lauderdale Atrport $26,916 3.72% 13

| Port Landerdate $90,169 12.45% 1
Cypress Creek $50,650 | 6.98% 7
FPompano Beach $52.872 7.30% g
Deerfield Beach $45,980 6.35% 9

| Boca Raton, 453,900 7.44% 5

| Delray Beach $29,436 406% | 12 _“

' Boynfon Beach * $1.406 0.19% | .15

ﬂ Lake Worth $45,464 6.83% 8 I
Palm Beach Afrport - $17,797 2.46% 14
West Palin Beach $57,008 T.87% 4
Mail & Telephone Sales $18,181 2.64% '

* In service one month

Operating Ratio

1989 June through December, $724,504/$7,627,100 = 9.50%

1990 Jenuary through March, $486,695/$3,677,600 = 13.60%
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B. Future Viability

The future viability of the commuter rail syatem is dependent on the improvement
of the operating ratio. The 1989 ratio averaged 8.50% after seven months of revenya
gervice, After three months experience in 1990, it averaged 13.60%. Neither ratio
ig conducive to long term viability of the service, Based on other ongoing commuter
operations in the United States & goal of 35% to 40% would be a reasonable ohjective
to reach by the end of five vears of aperation.

Under current conditicns, a funding source in addition to state funds must be
established to fiund deficits asseciated with the operation of the service. The service
primarily benefits the residents, business interests and tourists in the three counties.
The counties' financial commitment to annual operating costs to date has been the
$1.15 million, which was specified in the origingl finance agreement hetween tha
FDOT and the three counties, and represents 7.7% of the system’s operating budpet.

If the operating ratic were to optimistically double to 25% in 90/91, snnual revenues

would bhave to increase to $3,750,000. This mesns revenues must increase fo 4 .

monthly average of $312,500 from- the current: 1990 monthly average of $162,232 or

.an increase of 93%. Patronage, asstiming the same type of ticket sale proportions and .

the same fare structure, would have to increase accordingly. If daily ridership now

averages 6000 riders per day, it must increase to 9,600 to make the 25% operating. .

ratio. Even with the recent increased levels of service and marketing effort, with
gratifying corresponding increases in revenues, 2 doubling of ridership in 90/91 has
to be viewed as highly cptimistic. y

Effecting a major reduction in operating costs and further increases in revenues will
require a major and determined effort on the'part of all invelved parties. -

Operating Costs could be reduced in the following areas:

1. - A major reduction in opersfing costs would occur if the $100,000,000
insurance requirement and current $2,875,000° apnual insurance
premium were reduced, - CSXT has agreed to reduce the insurance

- requirement {o $75,000.000. The 1990 legislature passed legiclation.
permifting the TCRA to directly purchase instrance from "Off Shore™ -

companies whose premium rates are iess than the underwriters initially

used. Another possibility to reduce the insurance premium would be fo-

increase the self insured refention amount (now $5,000,000) based on
the low liability exposure experience of the service to date.

2. A major area of significant cost exposure is contracts with ocutside
parties for certzin services. Many of the commuter rail systems in the
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United States are operated for public transpartation authorities by the
parent railroad companies. The railroad companies entered into
agreements to continue providing an existing service required hy the
public st the public’s expense. In other gysiems the transportation
authorities directly employ the personnel as public employees and
operate the service themselves, FDOT/TCRA did not have the first
option available to them becauge OSYT declined to operate or maintajn
the commuter trains. The repond alternative also was not availaple
becaunse the service was new and the hiring and training of an entirely
new operating, maintenance and supporting stzff in the time frame
available, approximately aix months, wag not possible. Consequently,
FDOT/TCRA competitively bid contracts for train operations and
equipment maintenance, Becurity, and fare collection and revenue
accounting. Each of these contracts contain profit marging and various
overhead rates, most of which are near or equal to 135%.  Overhesd is
passed on fo TCRA and added to the system's operating costs. In some
instances these factors are duplicated through subconfracting, The
TCRA should asgess the impacts of profit margins and everhead egstg
n current service confracts, and, where cost effective, employ and train
the necessary personnel to provide these services or restructure its
coniracis, ’

The decision to man each of the fifteen stations instead of aiflizing
ticket machines resultad in an unanticipated cost. Consideration should
be given to reducing station manpower at certain locations by installing
ticket dispensing machines. The TCRA should zssess whather cost

reduction apportunities exigt in this area.

Savings also may be realized in the railroad fixed facilities and property

security area. The TCRA and the FDOT should assess the viability of -

Jointly establishing and funding a police force, similar to existing
railroad police systems, for protection of bath the commuter system and’
the state owned property used by the system.

Revenue can be improved in the foIIuwz'ng ways:

1. .

Revennes should be maximized by implementing a5 soon as possible & .

graduated zone fare as recommended in tha feasibility study, The $2
fizxed fare is unduly beneficial to long distance riders and, pofentially,
detrimental to attracting shorter distance riders, The average trip

length on Interstate 95 is 12 miles. It is not cost-effective to charge the -

majority of the system’s patrons who are traveling an averape of 12
miles the same fare as thoge traveling greater distances. Experience
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kas shown that the additional riders gained with a graduated zone fara
exceed the long distance riders lost and, thus, revenues ere incressed,

The feeder bus and station parling lot inadequacies must be addressed.
If this is not done the system will not realize its revenue Ppotential.
Improvement of the feeder bus system should be the first and most
important goal of the counties and the TCRA.

An aggressive marketing program shouid be continued, making certain

that the month to maonth ridership increases attributed to marketing are
docurnented and used as g basis for markefing program expenditures.
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C. Ilessons Learned

This paper provides infermation outlining Florida’s experience in initiating commuter
rail service over a very short perod of time. Meny dedicated individusls, from
elected officials to staff of numerous agencies in city, county, state, and federal
government, as well as from commuter agencies, private coerporations and other
cifizens of Florida, played g role in bringing the rail service to south Florids.
Numerous lesgons were learned and hopefully they will be of benefit to others seeking
to develop commuter rail systems in other areas of Florida and the United Statas,

1. Ina decentralized operating environment, as wae the case in the FDOT
during development of the project, accountability for project development
should be placed at the lowest level possible. Ideally, a local entity,
serving as the project sponsor, should be the lead project development
agency with assistance (financisl, technical, ete.) provided by the FDOT,

2.  Hire the railroad cempany who owns and maintains the preperiy to
. operafe the commuter service and maintain the equipment and fixed:
facilities for cost plus g fixed fee.

3. If the owning railroad declines to operate the service, enter into one-
competitively bid cost plus fixed fes contract for all train operations,
equipment maintenance, facility maintenance, ticket sales, revenue -
accounting, marketing, station manning and system security functions.
If for whatever reason this cannot be done, keep the number of contracts
{0 2 minimum, .

Another option is for the public agency setfing up the commmufer system
to employ and train the people necessary to operate the syatem as public
employees. This may require an additional year depending on the level
of experience of the people available to be hired.

4.  Under Z. and 8. above, the transportation authority staff responsible for . - ..

administrating contracts for operating the system should be in place and
take part in negotiating the operating sgreements. The locomotive and
coach maintenance officer should be in place when the respective
procurement confracts are negotiated and executed.

5. Locomotives and coaches which have been designed and for which
specifications gre largely already available ghould be purchaged, If.
- under production for another service, savings can be realized by adding.
to an existing production Hne. If there iz g choice, do not acquire the
units at the beginning of the line. The first several cars off a new line
usually require corrections and modifications. Adding the order to an
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12,

13.

14,

186.

17.

Do not assume any labor protection obligations without careful review,

If 8 railroad is operating the service and/or the commuter service 18
utilizing existing railroad facilities, make every effort to include, for a
fee, the commuter rail'a insurance and indemnification lisbilities under
the railroad’s insurance policies. Failing to sccomplish this forces the
commuter rail cperating agency to seek insurance in the market place.
at high premiumg, Another insurance dilemms is whether or not to
include the service contractors under the system’s ligbility and
indemnification policies. If this is not done and the contractors provide
their own insurance the costs are passed on to the commuter ggency.

Station sites and designs should be fixed and completed as early as
possible in the project planning and construction phases, respectively.

Do not make the mistake of basing the number of parking lot spaces on
the amount of available land at the station site. Estimate the £pACEs
required from fotal estimsted patronage passing through the station and
provide funds {o acquire the property, by condemnation if DeCessary.
This tales time and therefore should be started early in the Process.

If the comunuter service uses the fixed facilities of an existing railroad,
the railroad wili attempt to dictate new fixed facilities and modiSeations
to existing facilities as well as the Ievel of maintensance to be provided.
In addifion, the railroad will want to maximize the nse of its own forces
under the terms of existing labor contracts, It is essential that the
entity responsible for . developing a commuter rail system uiilize
whatever time and resources are necessary to adequately prepare for
tough negotiations with the railroad.

The agency operating the commuter service should have access o a
single, full-time lawyer from the time the apency is formed and not be
dependent, on multiple attorneys employed by municipalifies or counties
served by the coromuter rail system.
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already in production order can also produce savings in the cost of spare
parts. A full ime agency inspector should be present at the plant
during the time of production.

Ancther advantage of purchasing an in production car or locomotive of
the same type as those in use by other coramuter gystems ig the
possibility of eniering into a buy back arrangement with the
manufacturer or resale to another commuter authority who uses that

type.

6.  Bi-level or gallery cars, if overhead clearances permit, save station
platform construction costs by approximately doubling eapacity per
given train length. A wheel snd truck maintenance savings is also
realized with fewer running gear components to maintain,

7. The Iow floor level of the UTD( bi-level cars permitied hoarding the
handicapped directly into the lower level of the cars using .z portable
ramp and platform overlay on existing at grade platforms.. This saved
the expense of constructing hi-level platforms or providing elevator lifts
in convenfional floor cars operating from low level at-grade platforms.
Importantly, involve affected handicapped groups when accessibility
issues are under considerstion.

8. Exfralocomotives and cars should be purchased as funding permits; Do -

o not underestimate the need for spare equipment. . -

8.  The service shonid be monitored periodically to determine the optimum . -
nwmber of cars in the train sets. More cars than neacessary should not -
be vsed. Using more cars than necessary adds wear and tear to the -
running gear, air conditicning and other car gystems and increases
maintenance costs. Train sizes should be adjusted for ridership levels.

10,  In any matter regarding access fo the system-by the handicapped and
elderly be certzin fo involve the loeal handicapped and elderly
organizations early. Meeting al minimum eode requirements does nof . -
necessarily make a system conveniently accessible; - :

11.  Operational contracts should be coat.plus a fixed fee, The operations .
coniract with the railread or private contractor should be very carefully -

reviewed and analyzed to make certain that the contract gpecifies the - -

levels of service, what manpower is to be provided, and the contract:.
obligations and responsibilities of each party.. . -
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Introduction

The Tri-County Commuter Rail Authority (Tri-
Rail) is responsible for the operation of
commuter rail service aiong the 71.7-mile
South Florida Raif Cortidor. The rail corridor
extends northward from the Miami Airport
Station in Miami-Dada County through
Broward County to the northem terminus at the
Mangonia Park Station in Patm Beach County.

This rail corridor is currently operating at
capacity, with not only Tri-Rail commuter
traffic, but also daily CSXT freight trains and
Amtrak passenger trains. To address this
problem, Tri-Rail has undertaken an
aggressive program of projects to improve the
corridor system as a whole. The Program,
known as the Double Track Corridor
Improvement Program {Segment 5 Project),
entails the laying of a second mainline track
afong the current 71.7 miles of rail right-of-way,
upgrading the grade crossing and signal
systemns and modifying stations to
accommaodate the doubie track.

The Segment 5 Project, which is approximately
44.31-miles long, is the portion of the Program
covered by the Full Funding Grant Agreement
{FFGA). Construction of the Segment 5
Project is scheduled to begin later thig year
with completion anticipated for March 31,

2005,

The Segment 5 Project, once completed in
March 2005, will facilitate the following
transportation improvements:

¢ Improve on-time perfermance by reducing
rail congestion and scheduiing condiicts
with Amtrak, CSXT, and Tri-Rail — the three
users of the South Florida Rail Corridor;

* Increase the sffectiveness of public transit
io meet travel demands of existing and
future transi users;

* improve safety and efficiency of commuter,
{reight and passenger train operations on
the South Florida Rail Corridor; and

* Improve peak period passenger service
through the provisions of 20-minute
headways.

Segment 5 Project Funding

» Federal Discretionary Funds $110m
+ State Matching Funds $ 55m

» Private Matching Funds § 55m

» lLocal: Federal Flex & Formula $ 58m
s Other State Funds 49m
Total  $327m

For more information, Contact Dennis Newfahr,
Tri-Rail's Director of Planning & Capital
Development at (954) 788-7896.
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Thanks

City voters
To the Editor:
Thanks to all the City of

Cirosse Pointe voters wha
hraved the haopbifiad s

The 25 percent turnout
was terrific and the 4-to-1 in
favor of the bond was awe-
some, I am 5o happy and
proud to be a restdent in this
marvelous city where rmy
neighbors and friends have

the Grosse Pointe News as a
candidate for trustee in the
upcoming Grosse Pointe
Bhores election (“Five candi-
dates seek three spots on
Shores board,” May 3. 1
would like to clarify a state-
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Partnersiip For A Wallable America Chesklist Iottpedfww w nsc.orgfwalkiwkeheck, kim

A& R &L At

PARTNERSHIF * FOR * A * WALKABLE * AMERICA

| Walkable America Checklist

Also see: Improvin i unity's Sc

Hew Walkable Is Your Community?

Everyone benefits from walking. But walking needs to be
. . safe and easy. Print out this checklist, take 3 walk with your
Take a;:z}[{;;;:}t: 131:;;3;:‘1 child, and use it to decide if your nefghborhood is a friendly
¥ " place to walk. Take heart if you find problems; there are
ways you can make things better.

Pick a place to walk, like the roufe to schoal, a friend's house
or just somewhere fun to go. Read over the checklist before
. you go, and as you walk note the locations of things you
Getting St‘.“md wonld jike to change. At the end of your walk, give an
overall rating to each question. Then add up the pumbers to
see how you rated your walk.

1 =awlui
2 = quite a few problems

Rating scale 3 = some problems

4 = good
3 = very good
6 = excallent

Location of Your Walle

Fromi | Tol i

E LR |



sarmership For & Walkable Americe Checklist

1. DMd you have room to walk?

“1Yes | ] Some problems (see below)

| Sidewalks started and stopped

"] Sidewalks were broken or cracked

"] Sidewalks were blocked with poles, signs,
shrubbery, dumpsters, eic.

"I No sidewalks, paths, or shoulders

£ Too much traffic? {Something else?

Rating:1 2 3 4 5 6} I

Locations of problems: | |

2. Was it easy to cross sireefs?

| Yes | []Some problems (see below)

M Road was too wide

] Traffic signals made us wait too long or did
not give us encugh time to cross

{“{Needed siriped crosswalks or traffic signals
M Parked cars blocked our view of traffic

£ Trees or plants blocked our view of traffic
Tl Needed curb ramps or ramps needed repair
M Something else?

Rating:1 2 34 5 6 |

Laocations of problems: | |

3. Did drivers behave well?
T Geod | T Some problems. Drivers ... {see

beiow) :
"] Backed out of driveways without looking

How does your peighborhood stack ap?

htpaifervew nsc.orafwallcwieheck.bitm

T 1Did not yield to people crossing the street
" Turned into people crossing the street

£ 1Sped up to make it through wraffic Hghts
or drove through red lights

i 1Something else?

Rating:1 2 3 4 5 6 | |

Locations of problems: .

4. Was it easy to follow safety rules?

Could you and your child ...

Cross at crosswalks or where you could see and be
seen by drivers? L} Yes I_JNo

Stop and leok left, right and then left again before
crossing streets? [ ]Yes L INo

Walk on sidewalks or shoulders facing traffic
where there were no sidewalks? [ {Yes [ No
Cross with the light? [ Yes [ INo

Rating:1 2 3 4 5 & | ]

Locations of problems: : :

5. Was your walk pleasant?

[ANice | [ISome unpleasant things (see below)
7| Needed more grass, flowers or trees

1 8cary dogs

£ ] Scary people

CINot well lighted

] Dirty, lots of litter or trash

1 Something else?

Rating:1 2 3 4 5§ 6 : 2

Locations of problems: { :

Scoring

1T

TOTAL

Add up your ratings and decide

26-30: Celebrate! You have a great neighborhood for walking.

21-25; Celebrate a little. Your neighborhood is pretty good.

16-20: Okay, but it needs work.

11-15; It needs lots of work. You deserve better than rhat

5-10: Call out the National Guard before you wall:. It's a disaster area.

Found something that needs changing? Continue through the checklist below to learn how you can begin
making neighborhoods better places for walking that match up with the problems you identified.

Daring your walk, how did you feel physically? Walking is a great form of exercise. But if you could not
g0 as far as fast as you wanted because you were short of breath, tired or had sore feet or muscles, there are

201050 At



amrership For A Walkabie Amenca Chacklist

-C A

suggestions for dealing with that, too.

Dutprifurwew. pec.oTR walkiwkcheck lam

Improving Your Community's Score

£

EEHEEY

i
i
H

i Haler? LT XN

W Bl et

What yeu and your child
can do IMMEDIATELY

:{ What you and yeur community:
i [ can da with more time:

ri. Did you have roem to walk?
...Sidewalks or paths started and
stopped

...5idewalks broken or czacked
i idewalks blocked

- | LMo sidewalks, paths or

: | shouiders

T much walffic

B SRR A DGR DA Y

.pick another route for now
teik lpeal waffic enginsering or public
warks department about specific
preblems and provide a copy of the
checklist

1 ...speak up at board/development meetings

- Write or petition city for walkways
~.gather neighborhood signatures
«make media aware of problem

| 2. Was it easy to cross stceets?
.-Road o wide

... Traffie stgnals made us wait
tao long or did not give us
enough tme to cross
Crogswalksftraffic signals
needed

~Wiew of gaffic blocked by
parked cars, trees, or plants
...Needed curb ramps or ramps
necded repair

.. pick another rouke for now

..share problems and checklist with
local traffic enginearing or public
waorks department

..frint your trees or beshes that Block
the street and ask your neighbors to do |
the same
..leave nice notes on problem cars
asking owners not to park there

- push for crosswalks/signals/parking
chanpesfcurb ramps at city mectings
~iepart o traffic engineer where parked
cars are safely hazards

an trees or plants
ke media aware of problem

.repari illegally parked cars o the police
.fequest that the public wurks departrment

3_Did drivers behave well?
...Backed without locking
..d not yield

Turned into walkers

.Drove too fast

..3ped up ko make traffie lights
or drove through red Hehes

..pick anather route for now
-5&t an example: slow down and be !
considerate of others :
- Encourage your neighbors to de the i
Eame !
~report unsafe doving to police :

wpetition for more enforcoment

rzffic calming ideas
-..request protected tums

..2sk schools about getting crossing guards

at key locations
- apatize a seiphborhood speed watch
program

.8k city planners and waffic enginzers for |

4. Cozld you follow safety
riles?
...Crpss at crosswalks or where
you could see and be seen -
..3top and look left, right, left
before crossing
LWalk on sidewalks or shonbders

1

educate yourself and your ch;ld abnut i
safr: w:alkmg o o

~OFganize parents in your
nﬂighhurhmd te walk children to
school

..encgurage schools to teach wal!-.-:mg

i safcty .
..iekp schools start safe walking programs

~-ENCOUrage corporate support for flex
schedules so pareats can walk children to

S B

facing raffic i aehool :

E .-Crozss with the fight i
3 .point gut areas to avoid to your child; | |
: agree on safe routes
# | 5. Was your walk pleasant? ..ask neighbors to keep dogs Jeashed or || ...request increased potice enforcement
i | w.Needs grass, flowers, trees i | tenced i| ...start a crime watch program in your
¢ ...Scarv dogs t| ...repor scary dogs to the animal neighborhood
g ..Scary peopls i controd department - OUERNIZE & CoMmuanity clean-up day

{..Not weli lit ..Fopatt scary peopls to the police { [ ..sponsor a neighborhood beawdification or |
i Dirty, lier ...take & walk with a trash bag | ree-planting day :
& ...plant trees, flowers and bushes in
: ¢ | your yard
g . i
W

M IN-5F AR



annership For & Walkabie America Check]ist hitpefwwewr. nec.orgiwil kiwkcheck him

..Zet media to do a story about the health

A gnick heaith check. ..5tart with short walks and waork up to .

..Could not go as far or as fast ay | | 30 minwtes of walking most days bmﬂlfm Dif walé«;mg .

we wanted {1 ..invite a friend gr child aloag ;| --call parks and recreation department
B ;] ahout communicy wallks

A T T W A e AN

- Were tired, shoet of breath or i | _replace some driving rips with
; I S ..elcoUrage cOrpoTate suppott for
: tad sore feel or muscles ; wallking trips | employee walking prog
Menu
June 3, 1999

T 1056 AM
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Executive Summary

alking in the United States is a dangerous business. Per mile trav-

eled, pedestrians are 36 times more likely to die in a coilision than drivers. In
this report STPP examines the pedestrian safety problem throngh analysis of federal
safety, health, and spending statistics. This report identifies the cities where pedes-
trians are most at risk, finding that sprawling communities that fail to create safe
places to walk are the most dangerous, It documents how the dangers of walking in
automobile-dominated areas is driving pedesirians off the street. People are taking
far fawer trips by foot, because watking has become unsafe and inconvenient in so
many places. This means a growing number of people are facing another type of
danger: the health conditions and diseases associated with a sedentary lifestyle.
This report also shows that only minimal federal fransportation resources have been
devoted to making walking safe and convenient. The final chapter outlines solu-
tions that can make walking not only safe, buf atiractive and convenient.

The Most Pangerous Places for Pedestrians

Data collected by the federal government shows that in 1997 and 1998, thirteen
percent of all traffic fatalities were pedestrians: a toll of 10,696 people. But the risk
of dying as a pedestrian varies depending upen where yon live. STPP analyzed both
the amount of walking in a community and the number of pedestrian deaths in the
years 1997 and 1994 (the most recent years for which localized data are avaitable) to
compare the risks faced by the average walker in different areas, According to this
Pedestrizn Danger Index, the most dangerous metro area for walking is Tampa,
Florida, followed by Atlantz, Mismi, Orlando, Jacksonville, Phoenix, West Palm
Beach, Memphis, Dallas, and New Orleans. These results show that the most dan-
gerous places for walking tend to be the newer Southern and Western metro areas.

These are places where sprawling development has often left pedestrians stranded.
Wide roads have been bnilt without sidewalks or frequent crosswalks, and high-

Ten Most Dangerous Large Metro Areas

Total Percentage af 1907.1908
Padestrian Commuters Pedestrian
{leaths Watking to Danger
Rank Metro Area {1997 -1998) Work Index

1  Tampa-5t Peersburg-Clearwaer, FL 192 2.27% a1
2 Afanta, GA 85 1.45% 23
3 Miami-Fort Leudardale, FL 274 2255 21
4 {rande, FL 138 3459 65
5  Jaclksorwille, FL Tt 2.57% &4
B Phoanix, A7 180 Z Bt &0
7 Wog Pam Beach-Boca Raton, FL 44 1.95% &8
&  Memphis. TN-AR-MS Fit, 2.960% 52
&  Dallas-Fort Vorth, TX 182 1.86% &2
10 MNew Orleans, LA 83 3.09% o2

Mean StreeTs 2000
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speed traffic makes these roadways particularly deadly. In many areas, intersec-
tions with crosswalks may be as much as a half-mile apart, leaving pedestrians with
ni safe way to cross the street.  Of the pedesirian deaths for which information is
recorded, airmost 60 percent (59.1%} occurred in places where no crosswalk was
available.

As with autornobile fatalities, the total number of pedestrian deaths has dropped
slightly overthe last few years. However, while the amount of driving is increasing,
the amount of walking is decreasing. This may mean that driving is getting safer per
mile while walking is not.

Some groups of people appear to be at particular risk as pedestrians, including chil-
dren, the elderly, and Latinos. Senior citizens and Latinos have high death rates
comparad to other populations; Latines tend to walk more than other proups even
though they often live and go to school in areas where walking is difficult and dan-
gerous. Children also rely more heavily on walking to go places. The states with
the highest death rates for children in 1997-1998 were South Carolina, Mississippi,
Utah, North Cargiina, Alabarna, Arizona, Florida, Alasks, and Louisiana.

Walking Less: & Threof fo Health

Poor conditions for waiking are contributing to 2 steep drop in how maich Ameri-
cans walk. According to the Nationwide Personal Transportation Survey, the num-
ber of trips taken on foot dropped by 42 parcent in the last 20 years. Among chil-
dren, walking trips dropped by 37 percent in the same timeframe, and now almost
70 percent of children’s trips take place in the back seat of a car. And walking is not
getting any easier. Studies in Seattle and South Carolina both show that the newer
a school or housing development, the less likely that students or residents will go

anywhere on foot. Many

The Percentage of Overweight Aduits _ other studies have estab-
has Grown as Walking has Declined lished that community de-
gignt can make a big differ-
PERCENT -

40 ence in whether people

choose to walk,
- The decline in walking
10 contributes to a different
type of mortality: death
25 from diseases associated
with physical inactivity.
20 The Centers for Disease
Control and Prevention es-
£ timates that 300,000
Americans die each vear
a from such conditions, in-
cluding coronary heart dis-
5 Parcent af Trips Made on Foot ease, high bloed pressure,
o T T I I I H I I I I I I I 1 I [ I 1 and ml-m Cﬂﬂ'_:“:r- The de-
1574 -8 84 a6 90 94  YEAR crease in walking, the most
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basic form of exercise, has recently been recogmized as one contributing factor in
the epidemic of abesity in the United States. Health officials are calling for a retom
to more waikable communities to improve American health by integrating walking
into everyday Jife.

A comparison of transportation and health statistics reflects this trend. As walking
has declined, the percentage of overweight adults and chiidren has ingreased. In
addition, metropolitan areas where people walk less tend to be places where a higher
percentage of people are overweight.

The Neglect of Pedestrian Safety

Despite the clear safety and public health problems outlined above, pedestrian con-
venience and safety are generally neglected by state and repional transportation of-
ficials. While Americans take less than six percent of their trips on foo, thirteen
percent of ail traffic deaths are pedestrians. Yet the states use less than one percent
(0.6 percent} of all federal transpertation dollars to provide pedestrians with beiter
facilities. Engineers traditionally design roads from the “centerline out,” focusing
almost exclusively on providing travel lanes for automobiles. Sidewalks are at best
an afterthought, often considered “amenities” that can be left out. On average, the
states spent just 35 cents per person of their federal dollars on pedestrian projects,
compared to 72 dollars per person on highway projects. In some states, the disparity
was even greater. A table with figures {or each state can be found in Chapter 3.

In addition, pedestrian safety is neglected by law enforcement and safety ofiicials
who put full responsibility for avoiding a collision on the pedestrian, ignoring driver
behavior. A study of police reports in New York City found that drivers were at
fault in 74 percent of cases studied, yet only 16 percent of them were cited. In
addition, many safety programs focus almost exclusively on keeping pedestrians
out of the way of cars, rather than providing safe facilities for walking or promoting
responsible behavior by drivers.

The Paih fo Safer Sircels

The path to safer streets is clear. Communities need to invest their transportation
dollars in pedestrian safety, retrefit streets to make walking safer, and design new
streets and neighborhoods to encourage walking. Transportation officials should:

Spend on pedestrian safety in proportion to pedestrian deaths.

Ifthirteen percent of all traffic fatalitics are pedestrians, it stands to reason that a
stmilar amount of safefy funds should be devoted to pedestrian safety. In addi-
tion, federal transportation dollars no longer restricted to highway use should be
directed toward providing a variety of safe and convenient pedestrian facilities.

Retrofit streets with traffic calming.

With so many streets designed only for automohiles, it will take more thana few
sidewalks and crosswalks to make them safe and inviting for pedestrians. Traf-
fie calming techniques, such as curb bulb-outs and traffic circles, slow down
automobiles in key places and reclaim streets for children, residents, and others

on foot or bicycle.

MEAK STREETS 2000

On average,
the states speit
Just 35 cents
per person of
their federal
doflars on
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Design new streets and neighborhoods for wabking,

More people will walk in neipghborhoods where there is somewhere to walk
to. The best neighborhoods for walking put residents within a reasonable
distance of shops, offices, schools, and transit stops, and provide a street and
path network that allows direct routes between them.

Collect more information on pedestrian safety.

Federal databases provide little information about the risks associated with
walking, the effectiveness of pedestrian safety measures, or even how much
is spent on pedestrian safety. The National Transportation Safety Board
(NTSB} and the 1S Bureau of Transpertation Statistics should design re-
search programs to learn more about how to Improve pedestrian safety. On
the local level, citizens are already performing “walkability andits™ that as-
sess the dangers to pedestrians, block by bBlock.

SurrFace TransrorTATION PoLicy ProJECT



Chapter One
AMERICA'S DANGEROUS STREETS

E ach vear, thousands of Ameri-
cans are killed and tens of thousands
are injured walking down the street. In 1997
and 1998, 10,696 pedestrians m the U.5.
were killed in traffic accidents (3,406 in

1997 and 5,291 in 1998). More than 1,500 g g o

of these victims were children under the age
of eighteen.

In comparison with other ways of getting
around, walking is particularly risky. While
Americans took less than stx pereent of their
trips on foot, almost thifeen percent of all
traffic deaths were pedestrians, And walk-
ing is far more dangerous than driving or
flying, per mile traveled. The fatality rate per 160 million miles traveled was 1.4
deaths among automobile users, and 0.16 deaths among people aboard airplanes.
But almoest 5¢ pedestrians died for every 100 millien miles walked in 1997,
This means that for each mile traveled, walking is 36 times more dangerous than
driving, and over 300 times more dangerous than flying.

Ahbout thirteen percent of all the people who died in taffic accidents during
1997-1998 were pedestrians. But this only begins to describe the scope of the
problem. Pedestrians also pay a heavy toll in injuries. Data from the National
Highway Traffic Safety Administration (NHTS5A) reveal that in 1997 and 1998,
for every pedestrian killed by a car, approximately fourteen more were injured.
Government estimates show that in 1998 alone, 69,004 pedestrians were hit by
carg and injured. However, this number may be low because of ander-reportimg.

The Most Dungerous Mejro Areas for Pedesfrians

Some places in the United States are more deadly for pedestrians than others.
To measure that danger, we ranked the country’s largest metro areas, taking into
account both the rate of pedestrian deaths as measured by the Naticnal Highway
Traffic Safety Administration, and the amount of pedestrian activity in the com-
munity as measured by the 1.8, Census Bureau. For this study we used the
average number of deaths during 1997 and 1998 (the years for which most re-
cent localized data are available) to even out unusually safe or deadly years and
present an accurate picturs,

By dividing the number of fatalities in 2 given metro arez by & measure of how
much walking is occurring in that area, we arrive at a "Pedestiian Danger In-
dex,” which allows us to compare the risk faced by the average walker in differ-
ent metro areas.? The resulting ranking shows that among large metro areas in

Mean STresrs 2000
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Fatality Rate
per 100 Million
Miles Traveled:

Driving: 1.4
Fhing: - 0.2
Walking: 49.9



Table 1. The Most Dangerous Large Metro Areas for Pedestrians

Total
Pedesirian  Percentage of ! ;
Deaths Commuters “FM' = 1995-1396
Rank Metro Area {(1997-1898} Waiking to Work "“’“”"‘&iﬁ“’ﬁ% Ranking
1  Tampa-St Petershurg-Clearwaer, $1 B3 23T i
2 Aflanta, GA Bh 1.44% q
2 Miami-Fart Lauderdaa, FL 74 2 .28% 2
4 Qrando, FL 134 ddR%G 7
a9  Jacksomvide, FL 71 25T% 1
B Proenix, A7 10 2.65% a
¥ West Paim Beach-Soca Raton, FL 44 18054 K|
8 Memphis, TN-SR-MS o 2.96% 15
8 Dalkas-Fort Warth, TX ! 1.86% A
10 NewDrgans LA £} 1.089% 12
11 Howsten-Getveston-Brazoria, Tx L 226% g
12 Salt Lake City-Ogden, UT &0 2.32% 17
13 Charotte-Gastmia-Rock Hil, NC-SC hb 2 MG 18
14 Greensboro-Winston-Satern, NC 51 2,285 12
1% Mashyille, TN d2 1 54% 14
16 Les Vegas, NV Ba J.57% f
17 5t Lowds, MO A3 2.15% i)
18 Chdgharna City, DK 36 2.11% 10
18 Los Anpeles-Riverside- Orange Courty, OA T 2.84% 1E
20 Kansas Ciy, WOKS L) 1.98% 18
21 Detrof-Ann Arboe-Flirg, Ml X 2.41% b 1]
22 Sporanents-Yoo, CA 1 2. 68% A
23 Rakewgh-Durham-Chapel WL NC 52 3.1 2
A San Antonig, TX g1 d.58% b
25 Austin-San Marcos, TX 45 2 BE% A
X DemerBoulder-Gregey, GO o4 9.20% M
7 Partfand-Saler, OR-YYA 74 3% o
B San Frandscoe-Oakiand-San Jese, CA %8 3639 a1
A San Diego, CA 134 4 55% 35
¥ Indiarapals, IN 35 217 bty
H  Washington-Balimare, DC-MOVAWY pLEL .87 3
32 Grand Rapds-Muskegon-Hoiand, M P 2.78% i
d3  Chizago-Gary Kerosha, =NV Iz 4.01% 55|
M Hartford, ©T ! 340% 34
¥ Seatfle-Tacoma-Bremertor, Wa 64 S.63% K 2|
% Morfob-\inginia Beach-Mewport Naws, W8 4B 38N KH
& CincirmabHarmblben, OH-KY-N - 47 2.90% 45
H  Minnesooic-St Paul, MNAY Fgl Ky )
3 Calumbus, OH a4 3.28% £
New roreNe. New tersey Long taiand, Ny-
40 MRCT.FA 368 B.31%% 41
41 Cleveland-Saon, O 54 2.95% 4
42 Beffalo-Miegara Falls, My 3z 4 20 =
Philadziphiz-VWirnfngton-Atantc Ciky, PANI-

43 s a By, 17 5 26% ]
44 Mibvaukes-Racme, v Je 3954 e 2
45 Rochester, MY M4 4 4% 44
46  Zgstom, MA-NH 147 B A12% a7
47 Pitsburgh, PA 52 5 085% 46
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1997 and 1998, Tampa was the most dangerous for pedestrians, followed by
Atlanta, Miami, Orlando, Jacksonville, Phoenix, West Palm Beach, Memphis,
Dallas, and New Orleans. {See Table 1, page 10.)

Sprawl Makes Walking More Dangerous

These results show that walking tends to be most dangerous in newer Southern
and Western metro areas. Maost of these places have been built-up since the
19305 and are dominated by subdivisions, office parks, and high-speed reads
that are designed for fast automobile travel. This means that pedestrians may be
forced to walk alongside high-speed roads without any sidewalks, and often
must contend with crossing wide, busy streefs with no median and few safe
crossing- points, Intersections are often designed with wide, sweeping curves
that allow cars {o keep moving at high speed, but increase the crossing distance
and danper for pedestmans. Zoning codes typically require businesses to be
e e T P, Figure 1. Where Pedestrians Are Killed

cars to regeh their destination. . Tutsiie
P o
In | arking o Road Tra1ff:cway

in such sprawling environments, the combina-
ton of wide roads without pedestrian facilities
and high-speed traffic can prove deadly. The
national data show that wallking is most danger-
ous in places withowt a basic network of pedes-
trizn facilities — in other words, sidewalks and
crosswalks, In many areas develaped for auto-
mobiles, intersections with crosswalks may be
28 much as 2 half-mile apart, leaving pedestrians o

little choice but to cross these wide streets un- | ' i Nt e abte
protected. Of the deaths for which location in- '

formation was recorded, 59 percent cccurred in
places where pedestrians had no access to a cross-
walk. While jaywalking is often given as a cause
of pedestrian accidents, less than 20 percent of
these fatalities cccurred where a pedestrian was
crossing outside of an available crosswalk.

Speed is also a major factor in whether a pedestrian accident proves to be fatal.
A ten-mile per hour increase in speed, from 20 mph to 30 mph, increases the risk
of death for a pedestrian in a collision nine-fold. If a car going 20 mph hits 2
persan, there is a 95 percent chance that the person will survive. Ifthat same car
is traveling 30 mph, the person has slightly better than a 50/50 chance of sur-
vival. At 40 mph, the picture is bleaker still — only fifieen percent of people
struck at this speed can be expected to survive.?

Unfortunately, for many years traffic engineers failed to address thess prob-
lems. Although painted crosswalks and walk signals can help, they de little to
improve pedestrian safety when placed in a haphazard fashion or spaced too far
apart. One respected safety expert has deseribed the kind of ad-hoc placement
of pedestrian facilities as being like “frying to mend a severely broken leg using
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Table 2. Child Pedestrian Death Rates

19971988 Percentapge of Al Average Annual
Child Pedestrian Pedestrian

Fedestrion Fatalities Under Fatzlity Rate [per

State Lraaths 18 Years of Age 100,000 children)
South Caroling a7 175% 15+
Mississippi 25 23% 1.7
Iitab 4 28% 1.710
Korth Cargling 61 16% 1.63
Alzbama dz 19% 146
AriZona a5 11% 146
Florida 1M $%% 143
Alaska ) 8% 1.3
Louisigna 3 13% 1.23
Kentcky 25 20% 128
Arkansas i7 18% 1.28
Tennesses 3 18% 1.28
Hichigzn B& 149% 1.28
Georgia 47 13% 147
Mandaticd 20 94 118
Texas 137 4% 114
Missour 32 16% 1.13
Whormning 3 3% 113
Delaware 4 1449 1.1t
Mewr Mexico 11 8% 1.0B
West Virginia - B 15% 1.08
Califemia 151 13% 1.08
Minnesota 26 23% 1.03
indiana | 3% t.02
Fennzyteania 59 17% 102
Verrmarnt 8 13% £.02
Mirois A 2= TEY 0.0e
Chio . 55 218 .88
News Jersey - 38 1% 035
Carnnecticur - 15 I - 054
MNevada . B T B% 04t
Cregon - 12% 041
Cklzhorma 16 s 1% g.41
Hew York Fi- 10% geg
fdahn g 23% 084
linaa " 1% .76
South Dakota 3 3% 0.74
Kansas i0 16% n.71
Mebraska i1 15% 0OE&7
Mevr Hampshire 4 18% .57
Washingtan 3] 13% 0.55
Haneeant 4 % 0155
Rhode lslzmnd d 1T% {1.54
Cojorada 11 10% .83
Maszachusets 17 10% {80
Wisconsin 16 13% LERIE|
Yirginia 18 9% [.54
Montana 2 0% 643
Morth Dakota 1 115 6.3a1n
Mzine 1 2% 017
Hatishwide 1436 14% 1.07
Folaf Deaths 1997 H3

Toial Dasths 1998 883
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only a small bandage.™ In many cases
this is a byproduct of the attitedes toward
traffic safety in the minds of many traffic
engineers. They see their top priority as
making roads safer to drive at kigher and
higher speeds, with little consideration of
the effect this might have on those not
driving — pedestrians, bicyclists, neigh-
bors, children and others. In pursuit of
these goals, lanes are widened, curves are
straightened, and fraffic signals are re-
timed, al! to accommodate the journey by
car. Unfortunately, each of these actions
makes the roadway less safe for pedes-
trians.

Who Is af Risk?

Children deserve particular attention
when considering pedestrian safety, be-
cause they rely more heavily than adufts
on walking to pet where they need to go.
in 1997 - 1998, sixfeen percent of pedes-
trian deaths were people under 18 years
old. Challenging sireet crossings that in-
volve high speeds and many lanes of traf-
fic can be particularly hard for voung chil-
dren.

For children, the states with the highest
death rate® were South Carolina, Missis-
sippi, Utah, North Carolina, Alabama,
Arizona, Florida, Alaska, and Louisiana.
Most of these states are in the South and
West, where antomobile-centered devel-
opment has been the strongest.

In addition, elderly people face a higher
risk of death as pedestrians. Twenty-two
percent of all pedestrians killed were over
65, even though only 13 percent of the
population is elderfy. Many pedestrian
facilities, particularly walk signzls, are
timed for use by young adults in good
health, and don’t give elderly people
enough time to cross in safety.

Some ethnic groups may also be at higher
risk. While national statistics are not

Surrace TransporTATION Povicy PROJECT



available, several local studies point to a problem. An STPP study of California
pedestrian safety found that a high proporiion of pedestrian deaths and injuries
in those under 20 years old were young Latines or African Americans. In 1996,
Latino children represented 38.5 percent of the total population of children in
California, but they were involved in 47.9 percent of all child pedestrian inci-
dents {fatalities and injuries). In 1996, African American children comprised
7.8 percent of the total population of children in Califormia, but were involved in
14.2 percent of all child-related pedestrian incidents.® The Latino Issues Forum
attributed the discrepancy to the higher level of walking among Latinos, even
though they often live and go fo school in areas where walking is difficnlt and
dangerous.” The Centers for Disease Control reperied recently that in Atlanta,
Latinos had pedestrian fatality rates six times that of whites.? Latino groups in
Atlanta are pushing for better pedestrian facilities along a major seven-lane road
where many pedesinians bave died.® A survey it suburban Washington, DC also
found that Latinos were disproportionately represented in pedestrian deaths. !

Pongerous Trends for Pedestrians

The deadly environment for pedestrians in the United States is not jusi an inevi-
table consequence of moder life. Pedestrian fatality rates in the United Siates
are far higher than in other industrialized countries. A recest study compared
nedestrian fatalities In terms of the total distance walked. In both Germany and
the Netherlands the rate was 26 deaths per billion kifometers walked, while in
the United States the rate was 364 deaths per billion kilometers walked — or
fourteen times greater.'! This indicates that much more can be done to make
walking safer.

¥ Hefra Arens mﬂi the H’lyhesl‘ Propoﬂmn ofFeJesi‘rwn Ilem‘hs '

.: In snn:ue commumnes pﬂdestnan dcaths represent a high pcrrtlml of all traffic deaths and so deserve
- proportional public safety attention. Below are listed thr: largf: metm areas where 2[! percent or more
nf trafﬁc fatalmes arepcdestrmns e -

Nl.mher Mumher Pernem: of

i of Ped ! of Ped | Traffic Deaths
P - R 'EFataﬁties.Fatal‘rhas that Were
‘Rank: Metra Area ' : C{1997)  {1998) | Pedestrians -

P

. 1_MNawYork-No NewJersey-Lang fslnd, NY-NS-CT-PA 447 422 . 29% .
~2_San Diego, CA B2 72 L W%
3 San Frencisco-Oakand-SenJose, CA . _ 1 137 13 A% .
4 Miami-Fort Lauderdale, FL N ;138 - 188 2%
"_5__iLos Angeles-Riverside-Orange County, CA _ D401 338 2% o
6 .Saflake City-Ogden, UT_ .30 . 80 %%
7. iOriando, FL i B2 7T i 2%
8 Tampa-St Pefersburg Clearwater, FL ¢ 06 . 88 - A%
: 8 ‘San Anlonio, TX .38 T 4 T Mm% :
10 iNewOreans,LA 5 47 o4 M%
11, :Jacksomvibe, FL . & o4 M%
' 12 ‘Chicago-Gary-Kengsha, ILINSWI " 7T e as7 o 0%
_13__:Phoenix, AZ - S S -
Nationwide | 5406 - 5208 ' 13%
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Photo provided by South Carolina Coastal Conservation League (SCCCL).

The absolute mumber of pe-
destrian deaths has dropped
stightly, part of an overall
decline in traffic deaths.
However, the decline in
deaths among pedestrians
tells a diffetent story than
the decline in deaths among
moiforists. For motorists,
deaths are falling as driving
increases, while for pedes-
trians, deaths are failing as
walking decreases. In other
words, it looks as if driving
is getting safer per mile
while walking is not.

There are several possible
explanations for this, in-
¢cluding the increasingly

sprawlmg and pedestrian unfriendly nature of much new development, and the

It looks as if disproportionately low expenditure of federal transportation funds on projects
driving is getting  that lessen the risks to pedestrians. These topics will be explored in greater
safer per mile detail in Chapter Three. And as the next chapter demonstrates, the trend towasd
while walking is less walking has effects on human health that reach beyond death and injury

nat. rates.
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Chapter Two
THE DANGERS OF WALKING LESS

hapter One documents the dangers faced by those who choose walkingasa  The number of
form of transportation. But while roads are not as safe for walking as they .
should be, walking less is not the angwer. In fact, the sedentary lifestyle that has trips people iake
hecome the habit of 50 many Americans is proving to be dangerous to health. In o foot has
this chapter, we explore how the decrease in walking may be increasing health dropped by 42
risks for millions of Americans. We explore the danger faced by those who do  percent int the
not walk, often because they have been literally driven off the road by our car-  fast 20 years.

oriented transportation system. The health care community has recognized the
problem and is calling for an effort to design commumnities that invite walking
and promotie better phivsical health.

The Decline in Walking

Americans are walking much less than they used to, The number of irips people
take on foot has dropped by 42 percent in the ast 20 years. The Nationwide
Personal Transportation Survey, conducted by the U.S. Department of Trang-
portaticn, documents the decling in the amount Americans walk. Walking
dropped from 9.3 percent of all trips in 1977 to just 5.4 percent in 1995, Yet
more than one-quarter of zli trips are still one mile or less, and by one calenla-
tiom at least 123 million car trips made each day in the United States were short
enciagh to have been made on foot.!

Muchk of the decline in
walking can be atiributed
to the increase in neighbor-
hoods designed so that itis
not safe or convenient {0
travel by foot. Residentiat
areas with no sidewalks
and wide sirects have been
built with high-speed car
tzavel in mind. The near-
est store, school, or work-
place is offen far beyond
the guarter- to half-mile
radius that is most conve-
nient for foot travel.
Workplaces are often lo-
cated in office parks acces-

Figure 2. The Percentage of Overweight
Adults has Grown as Walking has Declined

FERCEMT

sible only by car, and iso- Perceat of Trips Mada on Foot
la:tcd ﬁ‘ﬂm ﬂn}r Gﬂler Ber- o T [ | T I | i I 1 I | I I T T T T T T T | T 1
V1CES. G974 7B 82 84 oo 94  TEAR
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There is ample evidence from dozens of studies that compact connunities that
mix housing, workplaces, and shopping are pizces where people take more trips
on foot? But such “traditional” neighborhoods are ofien tn the older part of
town, and newer developments tennd to be more automobile oniented. One re-
cent study of Seattle neighborhoods found that the newer the development, the
less likely it is that residents will walk, bicycle, or take transit.”

The decline in walking has been steep among children as well, and is also influ-
enced by community design, In 1977, children aged five to fifieen walked or
biked for 15.8 percent of all their trips, By 1993, children made only 9.9 percent
of their trips by foot or bicycle, a 37 percent decline. Children now make a
majority — almost 70 percent — of their trips in the back seat of a car.

The influence of community design on the decision of whether or not to walk is
made clear by locking at the trend in the number of children who walk te school.
Schools are increasingly izolated frorm the communities they serve. New schools

may be placed on the edge
Figure 3. Hazard Force More Students Ei:;;'ﬂgﬁms* ::;::g;;
onto Buses at Recently Built Schools childzen fmg m biking or

I

Fercentage of Students Given
"Hazard Busing™ in 1958

l l I ' "} the new millennium.
Women with school-aged

walking to school. Even
schools that back up on
subdivisions are often inac-
cessible by foot because
there is no path fo them: the
only link is a circuitous
strest network, Many com-
munities experience traffic
jarns around schools as par-
ents deliver children to the
door. Increasingly, moth-
ers {and some fathers) are
becoming the bus drivers of

Before 1951 - 1561 - 1571 - 1982 - 1691 - -
1950 1960 1970 1950 1990 Present children now make more
Decade When School Was Built car tﬁpsleaci:f day than any
From the South Carolina Coastal C ion Lea Wait for the Bos: H other population group, and
rom the Sou arolina Coas cnservation rue, “Wait for the Bus: How
Lowcountry School Site Selection and Design Deter Walking to School,” 1999, on avetage spend more than
an hour a day in the car.
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A study in Seuth Carolina found that students are four times more likety to walk
to schools built before 1983 than to those built more recently. Hazards such as
busy streets are forcing more children who live within walking distance to board
a bus instead. The same study found that students are more than three times
likely to get such “hazard busing” if they attend a school built after 1971.7
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Walking Less: A Threat to Health

While the decline in walking has meant slightly fewer pedestrian deaths, it is
contributing to a growing health threat: health problems caused by a sedentary
tifestyle. The decline in walking trips has come at the same time that more
Americans have become overweight (see Figure 2, pg. 15}, The National Health
and Nutrition Examination Surveys found that in the late 19705 (19756 to 1980)
25 percent of the population was overweight; by the early 1990s {1983 1o 1994)
that number had grown to almost 35 percent.  Since then, the trend has appar-
ently continued: another national health survey, the Behavioral Risk Factor Sur-
veillance System, shows that the number of Americans defined as obese grew
from twelve percent in 1991 to almost eighteen percent in 1998.° Today more
than half of American adults are overweight or obese.

The American Medical Association (AMA) recently declared obesity an epi-
demic and a major public health concerit. The AMA biames the epidemic on
people eating more, and on the fact that “opportunities in daily life to bum en-
ergy have diminished.™ In an editorial in its journal, the AMA noted that car
trips have replaced trips that used to be made on foot or by bicvcle, and says
helping people get back to walking or bicycling should be 2 first target in com-
bating the obesity epidemic. But it alse noted, “Reliance on physical activity as
an alternative to car use is less likely to occur in many cities and towns unless
they are designed or refro-fitted to permit walking or bicycling, ™

Obesity is just one of the health problems asseciated with a sedentary lifestyle.
The Centers for Disease Contrel cstimates that 300,000 Americans die each
year from diseases associated with phystcal inactivity. Even modest physical

activity, such as walking,
cail de"mfﬂ ged?mk f  Figure 4. Children Are Walking Less
coronary Mean Giseasts  .nd More Are Becoming Overweight

high blood pressure, coicn

cancer, diabetes, and even | PERCEMT

depression.* P 2
The heaith effects of not

walking show up among 16

children as well as adults.

As children take fewer -

trips on foot, more of them 7

are becoming overweight
{see chart). Between the
early 19705 (1971 to 1974) g
and the early 1990s (1988
to 1994), the portion of
children who were over- 4
weight grew from 5.5 per-
centto 13.6 percent. Obe-
Sit}’alnmlg‘:hﬂdrcﬂisat O T T T T T T T T e T T T T

an all-time high, and re- 1574 78 82 86 5o 94 YEAR

Percent of Children Whna Are Overweipht
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Figure 5. Fewer People Are Overweight
in Places Where People Walk More

ports bemoaning the sedentary lives of children have become commonplace.
About 60 percent of obese children have risk factors that will probabiy translate
into chronic diseases as adults.™ One study in Britain even found that children
who are driven to school have an clevated risk of growing up with heart disease
and brittle bones.''

Inn comparing health research
to transportation data, STPP
found that metro areas where

0.45

Percent of People Who Are Qverweight

.50

0.40

0.35:

people walk less tend to be
places where more people
are overweight. Places
where people walk furnther
each day tend to have fewer
people who are at risk of
health problems due to obe-
sity. This relationship re-
mained when we controlled
for age, race, and income.
CUbviously many factors
contribute to this pattern,

* ;| and amore detailed, control-

* .| ling study of this question is

i 1 needed. But cur simple

0.05 8.9, u 912 ez G25 030} comparison suggests that
Average Dally Miles Traveled an Foot where you live, and whether
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you can walk in your neigh-
borhooed, may be related to your likelihood of suffering from obesity or the other
dangers associated with a sedentary lifestyle.

MNumerous national and local health organizations have begun promoting more
walksble communities as a fundamental way fo improve basic human health.
The Centers for Disease Control is working to promote Active Community Envi-
ronments: places where people can easily walk and bicyele. The California De-
partment of Health Services has decided that better health will require a better
transportation environment, stating, *“Our vision is a state where doctors pre-
scribe walking and biking to their patients, employers subsidize bike facilities
and community frails, and transit services accommodate cyclists by making
intermodal travel safe and secamless.”

When walking to a destination is possible, a British Medical Aszociation study
shows it is well worth the extra timne it may take. The study found that the extra
time spent walking or cyching to a destination is nore than offset by the health
benefits of the cardiovascular exercise, becaunse it extends life expectancy by
more than the extra time it takes to walk or cycle.®
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Chapter Three
THE NEGLECT OF PEDESTRIAN SAFETY

T

D espite the clear public health and safety
problems presented by pedestrians bemng hit
by cars, pedestrian safery is still neglected in the
United States. Little federal spending goes to pro-
tect the most vulnerable road users. Most traffic
safety programs are aimed at ensuring the safety of
motorists, and too often pedestrians are considerad
at fault in accidents.

Low Spending on Pedesirian Projects

Providing basic facilities is the first step toward iroproved pedestrian safety.
Building sidewalks, paths and other accommodations is fundamental to provid-
ing a safe walking environment. Unfortunately, the states are doing little with
their federal doliars to make it safer and easier to walkc. Nationwide, 3.4 percent
of all trips are made on foot, and 13 percent of 2l! traffic fatalities are pedestri-
ans. Yet federal spending on pedestrian facilities came fo fess than one percent
(0.6 percent) of federal transportation spending in the years studied. On aver-
ape, the states spent just 55 cents per person of their faderal funds on pedestrian
projects, compared to 72 doliars per person on highway projects, In California,
21 percent of all traffic fatalitics are pedestrians, yet the state reported spending
just over four cents per person on bicycle and pedestrian facilities, far below the
national average. Table 3 shows how much each state has spent on pedestrian
factlities.

Some federal ransportation dollars are designated for use on safety projects, but
poor reporting by the states to the federal govemment prevents an accurate as-
sessment of the use of these funds. New language was added to the federal
transportation law TEA-21 in 1998 to specifically encourage safety spending on
projects that would enhance pedestrian and bicycle safety, but few states have
modified their spending criteria to use the funds in this way.

Part of the problem is that pedestrian safety has always been a secondary traffic
engineering issue. The overriding goal of traffic engineering has been to im-
prove roadway “level of service” {1.OS), so that more vehicles may travel at
higher speeds. That often means designing roads with wide lanes and shoul-
ders, large turning radii at intersections, and plenty of passing and turning lanes.
Few efforts have focused on ensuring that streets are safe and convenient for all
road users, including pedestrians. Even the most fundamental pedestrian safety
tool, the walk signal, shows this bias because in most places it allows cars to
make right- and lefi-hand turns across the crosswalk during the walk sequence.
Engineering measures to facilitate pedestrian street crossings, such as curb ex-
tensions at cornets, refuge islands, and raised crosswalks have only recently
been introduced in the 1.S., years after they became commeonplace in Europe.

MEAN STREETS 2000
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Nationwide, 5.4
percent of all
frips are made
on foot, and 13
percent of all
traffic faialities
are pedestrians.
Yet the states
spent less than
one percent of
their federal
Junds on pedes-
trian safety.
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Table 3. Federal Funding of Pedestrian Projects

Average
Avarage Spending  Average Spending Percentof  Percent of
on Pedestrian on Highway Spending te Traffic Deaths

Projects per Capita Projects per Caphta Peds that W are
Srate (1887 --1938) {1987 -193&) (1887-1995] Pedactrians
Caifornia £0.04 $40 0.1% 1%
Tewas $0.87 £57 0.1% 13%
New Jersey $0.08 $52 0.2% 90%
Arkansas $£0.12 91 0.1% 8%
Pl £0.14 Faln 0.3% 2%
Fhode !sland £0.15 £46 4.1% 2%
incfiana 015 £75 0.9% g%
BEihigzart $6.18 558 0.2% 12%
Kenucky £0.18 a7 0. 1% g4
Minnesola F2.18 $£48 0.3% g%
West Virginia $0.18 $161 1% B%
|ovea $0.31 £e83 . 2% )
Louisiang $0.21 $E6 g.3% 14%
District of Colundia £0.21 164 0.1% 5%
Pennsyivania $0.22 358 0.3% 1%
Wisconzir: $0.23 45 0.8% 9%
Soulh Cargling $0.27 L8y 0.2% 12%
Marth Caroling £0.28 174 0.3% 12%
Maryland £0.28 $57 0.3% 18%
Ltak $0.38 $34 0.4% 12%
Arzong $0.34 £52 0.4% 16%
Mis=zoun $0.42 182 0.4% a%
Virginia $06.43 T 0.6% 10%
Chin £0.40 F52 1.7% a%h
Aabanea f0.52 $65 0.7% 8%
Wi ssissipni $0.53 £33 0.6% B%
{lireaizs §0.549 45 0.8% 1486
Tennessee $0.67 £75 0.8% i
Florida $0.74 £53 1.68% 18%
Mevada $0.75 70 {1.9% 15%
MNew Mexco $0.78 $BE 0.7 14%
Beorgia $0.79 $B7 0.8% 1%
Warning $0.78 $214 0.6% 5%%
bl i $0.88 £ 0.9% a%
Colorado $0.90 545 1.4% 1%
Ckiahome $0.95 £ 0.4% T
Kansas $0.98 13 1.2% T4%
Washington £1.05 $02 1.2% 11%
Mew Yark £1.22 7 1.2% 2%,
Sttt Daknta $1.23 #1889 0.6% 4%
Mebraska $1.43 $108 1.2% 624
Cregan $1.683 68 1.9% 12%
{daho $1.74 48 1.6% 5%
Morth Cakotz $1.858 $228 8% 2%
Connecticut $1.9 k%53 1.6% 15%
Massachusets $2.05 $EY 2. 1% 20%
Mew Marpshire $2.09 £ 2.B% g%
Marntana $2.14 i 1.0% 4%
Wenmont $2.81 £122 1.4% 12%
Delaware $2 86 £142 1.8% 1%
Alaska 10,73 47 3.6% 2%
Mationwide $0.58 $72 0.6% 3%
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Bfaming the Vichim

Pedestrians are often considered at fault in crashes, obscuring the real issue of
safe pedestrian facilities. Police reports are often designed to describe vehicle-
pedestrian collisions in terms of what the pedestrian did wrong.! Seldom do
reports of pedestrian fatalities, particularly in the media, record the actions of
the driver, describe how fast the car was traveling, or note whether the motorist
was paying attention. Yet research has concluded that the fault of pedestrian-
vehicle coliisions frequently rests with drivers. When investigating child pedes-
trian injury cases, a recent study found that “drivers leave most of the responsi-
bility for avoiding coilisions to the [child] pedestrian.™

The police also may be ignoring iilegal driver behavior. A study of police re-
ports from deadly pedestrian crashes in New York City found that in 74 percent
of the cases, drivers were speeding, had illegally turmed into a crosswalk, had
run a stop lght, or were otherwise culpable in the death. Yet only sixteen per-
cent of drivers were cited, and less than one percent were cited for violating laws
specific to pedestrian safety,?

Many pedestrian safety projects are aimed at pedesirians rather than at drivers.
Many cities have responded to pedestrian deaths with crackdowns on jaywalk-
ing. In sorne areas, the response to high pedestrian accidents has been to actively
discourage walking. In Santa Ana, California, the selution to high death rates
was-to prohibit pedestrians from using medians as refuges from speeding traf-
fic.* Other communities have removed crosswalks or put up signs prohibiting
pedestrian crossing. These actions will do little to discourage people whe must
walk to get where they are going, and may result in more pedestrian deaths and
injuzries, not less.

Many safety programs for children focus on training them to be extremely cau-
tious in crossing the street. But evaluations of these programs show their effec-
tiveness to be mixed at best, and some studies show children under seven simply
do not have the necessary developmental skilis to determine when cars are a
danger.* More and more health and safety researchers are recognizing that mak-
ing the environment safer is of crucial importance, especially for children.
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Chapter Four
SOLUTIONS FOR SAFER STREETS

mproving pedestrian safety while simultaneously increasing the opportumty
to walk presents a challenge for many communities used to designing road-
ways only for the automobile. But the need s clear, as stated by a recent Federal
Highway Administration policy paper on designing for pedestrians and cyclists:

“There is no question that conditiens for bicveling and walking need to
be improved in every commumnity in the United States; it is no longer
acceptable that 6,000 bicyclists and pedestrians are killed in traffic every
vear, that people with disabilities cannot travel without encountering
barriers, and that two desirable and efficient modes of travel have besn
made difficult and uncomfortable.™

While we’ve outlined the many barriers to pedesirian safety, there is a clear path
to safer streets. It includes retrofitting streets to maks walking safer, designing
commmunities to encourage walking, investing in pedestrian safety, and studying
the pedestrian safety problem.

Retrofifting Streefs: More than Crosswalks

Since so many of our sireets have been designed exclusively with automobiles
i mind, it takes more than a crosswalk and a walk signal to make them safe and
inviting for pedesinians. Many communities across the country are making streets
safer with traffic calming fechniques.! Trafiic calming redesigns streets to re-
duce vehicle speeds and give more space and priority to cyclists and pedestri-
ans. Traffic cabming includes a variety of changes that slow or divert vehicle
traffic, separate pedestrian pathways from vehicle traffic, and make the road
corridor more pleasant. Common traffic calming measures include landscaped

The “choker” as depicted above slows down traffic by decreasing street widths. The image on the right shows this
type of raffic calming device in practice in Montgomery County, Matytand. Photos from Febr and Peers Associates.
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wraffic cireles, medians or extended sidewalks that narrow the roadway, and par-
tial closures to divert through affic. Many communities are slowing traffic
with speed humps, but the most successful projects integrate a variety of tech-
niques that make the street more attractive and inviting for people on foot and
bicycle. The Institute of Traffic Engineers has published a manual on traffic
calming; to see it visit http:/fwww.ite.org/traffic/index htm.

Studies have shown that traffic calming is very effective in reducing vehicle
speeds and reducing collisions. One study found that traffic calming reduced
speeds by four to twelve miles per hour. Officials in Seattle, Washington, esti-
mate that their traffic circle program prevented 273 accidents over four years,
saving $1.7 hillion in property and casualty losses. An international study of
traffic circles found they reduced collisions by an average of 82 percent.’

nen'gni_ny for Pedestrians

Traffic calming is but one part of a broader attempt to fundamentally refocus the
design of both streets and communities so that walking is safe and convenient.

Encouraging pedestrian travel means designing cornmunities 50 that people have
somewhere to walk tp. That means developing neighborhoods where residents
are within a reasonable walking distance of shops, offices, schools, libraries,
and transit stops. According to the American Planning Association’s Best De-
velopment Practices, the best neighborhoods for walking are developed in small
clusters, with well-defined centers and edges, and compact commercial cen-
ters.* The street network in these neighborhoods should include multiple con-
nections and direct routes that allow pedestrians to choose the shortest distance
to a destination. Schools should aslso be placed so children can walk and bicycle
without having to cross high-speed streets.

An international
study of traffic
circles found
they reduced
collisions by an
average of 82
percent,
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In a typical suburban strip mall, the streets are wide, encouraging cars to travel at high speads. Sidewails end
abruptly or lack pedesttian amenities such as trees. Pedestrians have no safe place to cress the strest, and few

close destinations. Provided by Calthorpe Associates and Urban Advantage.
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A computer-enhanced mage shows how curb bilbouts, crosswalks, trees and more compact development can
make this area more pleasant angd walksbie. Calthorpe and Associates and Urban Advantage.

When it comes io designing roads, engineers traditionally begin at the centetline
and by the time they reach the road edge, they have often “run out” of room for
pedestrian “amenities.” New design pelicy guidelines issued by the Federal
Highway Administration (FHWA) recommend that state and local planners and
road builders drop that approach, and desipn all facilities from the start with
pedestrians and cyclists in mind. The new guidance calls for re-writing high-
way design manuals so they refleet this new, more balanced approach. One
effort is underway in Delaware, where the state Departrnent of Transporiation,
with STPP’s help, is writing & traffic calming design manual, the first of is kind
in the U.S. The manuai covers street design, signing and marking, and other
planning and engmeering issues.

This is part of a wider movement toward designing highways in context, to
make sure they respect the cultural, environmental, and scenic zssets in a coml-
munity. A number of states are revamping the process they vse for designing
roads, but only one state has completely rewritien its standards. Vermont re-
wroite its standards in the mid-1990s to allow lower design speeds, and narrower
roadways. The standards have also been codified under state law, essentially
removing the fear of lawsnits.

Investing In Pedestriun Safely

Making pedestrian safefy a priority means investing fransportation funds in pe-
destrian facilities and safer streets. Each state should attempt to align pedestrian
safety funding to pedestrian safety needs, as indicated by rates of fatalities and
injuries: if 25 percent of a state’s traffic deaths are pedestrians, it should con-
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sider allocating a similr share of safety funding to making walking safer. State
Departments of Transpontation should target such funding by using a systematic
approach for identifying problem areas for pedestrians, similar to the systems
now used to identify high accident areas for vehicles. When it comes to fund-
mg, dangerous pedestrian areas should be considered on an equal foeting with
dangerous locations for motor vehicles.

One way ta begin to direct money into pedestrian safety is to focus on one of the
most eritical needs, creating safe routes to school. The state of Califorma re-
cently passed a law that reserves one-third of the state’s TEA-21 federal safety
set-aside for a program that will fund traffic calming, crosswalks, sidewalks,
bike lanes and paths in and around California schools. The law was deemed
necessary because the California Department of Transportation (Caltrans) hadn't
taken any action to update its safety set-aside program to reflect the changes
TEA-21 made with regard to bicyclists and pedestrians. School districts will
assess the need for improverments around their schools, and apply for grants
from the state. For a copy of this mode! legisiation, visit hifp://www.baypeds.org/
saferoutes.himl.

Promofing Walking: Walk A Child to School Day

A “Safe Routes to School” movement is spreading across the United States as
parents and school and health officials see a need to help give childrez a more
independent and healthier way to get around. “Walk to School Day” is an event
held each fall to call attention for the need for a safe walking envirommnent. (In
2000, the “International Walk to School Day™ is being held on October 4th.)
Thousands of schools organize groups of parents, teachers, and students to walk
school, often inviting local officials to highlight the need for safe routes to schools.
For more information, visit http://fwww. iwalktoschool.org.

Studying Pedestrian Safety
Another fundamental step in improving pedestrian safety is to collect more in-
formation about pedestrian fatalities and injuries, the amount of walking and the
risks associated with walking, the effectiveness of pedestrian safety measures,
and even how much is spent on pedestrian facilities. Federal databases concen-
trate on collecting information about motor vehicies and the data collected about
pedesirians are incompiete and often ipaccurate, crippling attempts to impreve
pedestrian safety.

While the Federal Highway Administration is able to forecast the amount of
driving annuslly, no atiempt is made to determune the amount of walking each
year. The FHHWA database that records all federal transportation spending, the
Fiscal Management Information System (FM1I8), includes bundreds of catego-
ries aimed at collecting many details on highway construction, but only allows
the most rudimentary assessment of how much is being spent to make walking
safe and convenient. The Fatality Analysis Reporting System (FARS) records
the entire 17 digit vehicle identification mumber for every vehicle invelved in a
fatal accident, but it often doesn’t record where 8 pedestrian was when they
were hit (for 22 percent of pedestrian deaths, FARS could not identify whether
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the pedestrian was inside or outside of a crosswalk, or even whether there was &
crosswalk in the vicimity of the accident). The US Bureau of Transportation
Statistics and the National Transportation Safety Board should design research
programs specifically aimed at capturing new information about this mnportant
travel mode and the risks associated with if.

Local officials and citizens alse have a role fo play, by identifying unsafe walk-
ing envirenments. The Parmership For A Walkable America and other groups
offer “walkahility andits” that individuals and community groups can use to
assess problems in their neighborhood. In many places, citizens have invited
lncal officials on such walks to show them the dangers pedestrians face, For
more information, visit http//sww.nsc.org/walk/whkeheck. htm.

Recommendafions:

Spend on pedestrian safety in proportion to pedestrian deaths.

If thirteen percent of all traffic fatalitics are pedestrians, it stands to reason
that a similar ameunt of safety funds should be devoted to pedestrian safety.
In addition, federal transportation doilars ne lenger restricted to highway
use should be directed toward providing a variety of safe and convenient
pedestrian facilities.

Retrofit streets with traffic calming,

With so many streets designed only for automobiles, it will take more than a
few sidewalks and crosswalks to make them safe and inviting for pedestri-
ans, Traffic calming technigues, such as curb bulb-outs and traffic circies,
siow down awtomobiles in key places and reclaim streets for children, resi-
dents, and others on foot or bicycle.

Design new streets and neighborheads for walking.

More people will walk in neiphborhoods where there is somewhere to walk
to. The best neighborhoods for walking put residents within a reascnable
distance of shops, offices, schools, and fransit stops, and provide a streetand
path network that allows direct routes between thern.

Collect more information on pedestrian safety,

Federal databases provide little information about the risks associated with
walking, the effectiveness of pedestrian safety measures, or even how much
is spent on pedestrian safety. The National Transportation Safety Board
{NTSB) and the US Bureau of Transportation Statistics should design re-
search programs to learn more about how to improve pedestrian safety. On
the local level, citizens are already performing “walkability audits” that as-
sess the dangers to pedestrians, block by block.
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Methodology

Pedestrian Fatalities

The Nationa! Highway Traffic Safety Administration coliects data on every traffic
fatality {pedestrian or otherwise) occutring on U.S. roadways. To determine
how many pedestrians were killed in a given year and county, STPP queried the
Fatality Analysis Reporting System (FARS) for pedestrians who suilered fatal
injuries. We then aggregated the county-level data to the state, Metropolitan
Statistical Area (MSA) or New England County Metropelitan Area (NECMA)
for some 330 metro areas across the U.S. Dividing this figure by the appropriate
population estimate from: the 11.8. Census Bureau, and multiplying by 100,000
gave us a yearly fatality rate per 100,000 persons. (See the U.S. Census Bureau
for definitions of MSA and NECMA, hitp:/fwww census.gov/population/www/
estimates/aboutmetro. htmt.}

FARS alse collects data on the age of the pedestrian killed, aflowing STPP to
caiculate the number of children or elderly pedestrians killed by automobiles.
Dividing this number by the total number of pedestrian fatalities gives the pro-
portion of pedestrians killed in a given age group. At the state level, STPP
divided the number of chifd pedestrian fatalities by the population under age 18
to arrive at a state-by-state fatality rate for children.

STPP created the “Pedestrian Danger index” to allow for a truer comparison of
metro areas that takes info account the exposurze that pedestrians face in a given
metro area. For example, while slightly more pedestrians are killed per capita in
the New York metropolitan area than are killed in the Dalias-Fort Worth metro
area, more than three times as many people walk in New York than in Dallas.
So, the portion of New York residents exposed to the risk of being killed as a
pedestrian is three times higher than in Dallas. We calculated the Pedestrian
Danger Index by dividing the average yearly fatality rate for a metro area by the
nercentage of commuters walking to work in that metro area, and then normaliz-
ing that figure to 100. Our exposure measure, the percentage of commuters
walking to work is provided by the U.$. Census Bureau's 1996 Decennial Cen-
Sus.

Health

STPP performed a simple analysis of health and transportation data at the metro
level to determine if there was a relationship between walking and heaith. While
there is an large hody of literature supporting the theory that daily exercise helps
maintain health, little research has been done on the benefits of walking to work
or to rmn daily errands.

Using data from the Centers for Disease Contrel’s 1998 Behavioral Risk Factor
Surveillance System (BRFSS), we determined the percentage of residents in
metro areas who are at risk for health problems because of being overweight.
We compared this to the number of miles walked daily for residents in forty
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large metro arcas across the U.S. This was denved using the 1995 Nationwide
Personal Transportation Survey (the most recent available) and multiplying the
average walk trip length by the average number of daily trips per person. Run-
nittg a bivariate correlation of the two variables shows a relationship significant
at the 0,001 level. The relationship between walking and weight proved endur-
ing, even when other possible influences on obesity were considered. The per-
cent of the pepulation who were overweight continued to decline significantly
as daly miles walked per capita increased, controlling for differences in age
(percent of population over 45 years), race (percent of population who were
minerities), and income (percent of population under the poverty level). Plot-
ting the two variables on a scatter plot also shows evidence of a relationship —
there 15 a slight, but noticeable downward trend in the metro areas, indicating
that as the distance walked increases, the percentage of overweight residents in
a metro area decreases. Our comparison, while certainly not & rigorous analysis,
shows that there may indeed be a relationship, and that this merits further study
by professionals in the health fieid.

Sufety Spending

STPP caleulated spending figures from the Federal Highway Administzation’s
Fiscal Management Information System — a huge database containing details on
every surface (and some waterborne) transportation project receiving federal
funds. For the purposes of this report, we queried the database for projects with
& work type related to specifically pedestrian programs and facilities, or bieycle
and pedestrian programs and facilities. Projects that were specific to bicycles
were omitted. Dividing this fipare by the appropriate population estimate from
the 1.5, Census Bureau gives us the ambunt spent on pedestrian projects per
capita. For a point of reference, we also performed this analysis for highway
prajects. See STPP’s “Changing Direction; Federal Transporiation Spending in
the 1990s” (http:/fwww.transact.org) for a more comprehensive analysis as weil
as more information abont this data source.

The percentage of federal funds spent on pedestrian projects was determined by
dividing the amount derived above by the total federal funds spent (inciuding
funds devoted to ransit). At the national level, STPP compared this number to
the percent of trips taken by foot, from the 1995 Nationwide Persona! Transpor-
tation Survey.
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Resources
General Information

Pzdestrian and Bicycle Information Center
http/iwwnw. walkinginfo org

National Safety Council Parmership for a Walkable America
http://nsc.org/waikable.htm

Walksble America Cheacklist
http:/fmsc.orgiwalk/wkcheck htm

The Federal Highway Administration Bicycle and Pedestrian Program
http:/fweww.thwa.dot.gov/environmentbikeped/index.him

The Federal Highway Administration’s Pedestrian Safety Roadshow
http:/Awww.ota. fhwa.dot. gev/walk/ :

The Federal Highway Administeation Pedestrian and Bicycle Safety Research Page
ttp:/fwww. tfhre. gov/safety/pedbike/pedbike. htm

The Federal Highway Administration’s Design Guidance for Accommodating
Bicycle and Pedestrian Travel
hitp:/iwww. fhwa.dot.govienvironment/bikeped/Design. htm

The National Highway Traffic Safety Administration (NHTSA)
http/www nhtsa.dot.gov

The National Highway Traffic Safety Administration’s Pedestrians, Bicycles
and Motorcycles Page
http:/fwww.nhtsa.dot.gov/peoplefinjury/pedbimet/

Fehr and Peers Associates, Inc. Traffic Calming website
hitp:/fwww. trafficcalming.org

Institute of Transportation Engineers’ Traffic Calming for Commumities
http:/www.ite.org/traffic/index htm

Advocacy Groups

America WALKS
http:/famnericawalks.org/

The National Center for Bicycling and Walking
htip://www.bikefed.org

Walkable Communities, Inc.
hetp/fwowrw walkable.org

Congress for the New Urbanism ey
httpy:// W W W .CHLL OTE ] Photo by Dan Burden.
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Right of Way
httpo/fwarw. rightofway.org

Urban Ecology
htip:fwvww arbanecolooy.orp

Transportation Alternatives
hitpr/fwww. transalt.org/

Professional Organizations

Association of Bicycle and Pedestrian Professionals

http:/fwww.apbp.org

The Human Powered Transportation Commitiee of the Soctety for Civil Engineers
http:/fourworld.compuserve. cormvhomepages/kbarrett/asce-hpt.htm

The Institute for Transportation Engineers
http:/iwww.ite.org

Other

[ntemational Walk to School Day
http:/fwww iwalktoschool.org

California’s Safe Routes to School Bill
http:/fwww baypeds.org/saferoutes.hitmd

Transportation Alternatives in New York City, Safe Rottes to School

Program
hitp:/fwww. transalt.org/campaigns/school/index. html

See Also

Scenic Armerica, Getting It Right In the Right of Way: Citizen Participation
in Context-Sensitive Highway Desien, 2000, <htip:/fwww.scenic.org=

Tedd Lifmman, Robin Biair, Bill Demopoulos, Nils Eddy, Anne Fritzel,
Danelie Latdiaw, Heath Maddox and Katherine Forster. Pedestrian and

Bicycle Planning: A Guide to Best Practices, This report is available from

the Victoria Transpert Peolicy Institute at http:/fwww . vipi.org.

John Pucher and Lewis Dijkstra, “Making Walking and Cycling Safer:
Lessons from Europe.™ This forthcoming report will be published in
Transportation Quarterly, vol. 54, no. 3, Surnraer 2000,
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